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The New Profits Tax 

DEIAILS of the new profits tax to replace the dis- 
carded N.D.C. 

issued on Wednesday night. Briefly stated it is to be 

a direct levy for five years of 5 per cent. on the profits 

of companies and of 4 per cent. on the profits of firms, 


based on income-tax assessments, subject to necessary 
adaptations. Public utility undertakings subject to 


statutory restrictions on prices charged or on dividends 


are, however, exempted, and this proviso seems 
clearly to exclude British railway companies operating 


in this country and the London Passenger Transport Board 
from the incidence of the tax. British-owned railway 
companies operating abroad but domiciled here would 
appear, on the other hand, to be liable to the new tax, 
which would thus affect the large number of such under- 
takings working in South America, unless the limitation 
of profits imposed by the Argentine Mitré Law were to 
be accepted by the British, taxation authorities as 


equivalent to a statutory restriction on dividends. In- 


vestment income will not, generally speaking, be included; 
businesses with profits of £2,000 or less will be exempted, 
and there will be an abatement where profits do not 


exceed £12,000. New businesses established in the 
Special Areas may be exempted or relieved on cause 
shown. 


* * * x 

Contrasts in Spain 

The speech of the Chairman of the Great Southern of 
Spain Railway, reported on another page of this issue, is a 
reminder that Spain is still, as it always has been, a 
country of violent contrasts, and the treatment accorded 
to British-owned undertakings in that unhappy country 
seems to show that the characteristic has been if anything 


were announced in a White Paper 
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exaggerated by the civil war. On the one side, ay. the 
territary. controlled by the forces under General Franco, 
there is the Santander-Mediterranean Railway, om-which, 
according to the recently-published report of the Central 
Mining Company, not only has working been as, normal 
as is possible in a state of war, but the military autho- 
rities have paid promptly for the use they have;made ; of 
the line. On the Zafra-Huelva Railway, also owned; by 
British interests and which also operates in ‘‘ White ”’ 
or Nationalist territory, traffic is not only running nor- 
mally, but the loss on working prior to July, 1936, is 
being converted into a surplus. On the other side unfortu- 
nately there is the contrast. The property of the Great 
Southern of Spain Company is in ‘‘ Red”’ territory and 
the line was seized by Workers’ Councils in September. 
The company has since then been entirely unable either 
tc regain possession of its property or to obtain any 
information regarding traffic or the state of the equipment. 
Another British company suffering in the same way is the 
Barcelona Traction Company, which has had to suspend 
the service of its debenture interest because the whole of 
the company’s vast undertakings in Catalonia were seized 
by the Workers’ Councils, presumably with the con- 
nivance of the Catalan Government. 


* * * * 


The Week’s Traffics 

Another satisfactory set of traffics'is shown by the four 
group railways for the past week although not of so 
sensational a character as the return for the previous week, 
when the combined increase was £514,000. The latest 
return shows an increase of £139,000 for the four com- 
panies, which now have aggregate traffics for the year 
to date of £68,233,000—an advance of £3,023,000, or 4-64 
per cent. All classes of traffic show an improvement for 
the week, with the exception of a small setback in mer- 
chandise on the Southern. Passenger train traffics for 
the 23 weeks on the Southern are up £384,000, or 6-14 
per cent. Merchandise increases to date are £317,000, or 
4°26 per cent., on the L.N.E.R.; £288,000, or 2°64 per 
cent. on the L.M.S.R.; and £164,000, or 3-77 per cent., 
on the Great Western. 


23rd Week Year to date 





. — —— 

Pass., &c. Goods, &c. Coal, &c. Total Inc. or Dee. 

£ f £ £ % 
L.M.S.R. ata + 20,000 + 13,000 + 1,000 + 34,000 +1,172,000 + 4-41 
LEER, .. + 25,000 + 18,000 + 8,000 + 51,000 + 961,000 + 4-95 
G.W.R. e + 15,000 7,000 +17,000 + 39,000 + 570,000 + 5-26 
ee ' 16,000 — 3,000 + 2,000 + 15,000 + 320 ,000 + 3°80 


London Transport receipts for the wed were up £22,600, 
bringing the increase for the 50 weeks to £269,300. 


* * * * 


Port of Bristol Authority 

A satisfactory expansion in trade is shown in the recently 
issued report of the Port of Bristol Authority for the year 
ended March 31, 1937. Though the number of foreign 
vessels using the port was slightly lower than in the pre- 
vious year, 1088 against 1093, their register tonnage im- 
proved from 2,721,226 to 2,819,995, and coastwise there 
was an advance from 6,496 to 6,969 in the number of 
vessels and from 878,958 to 913,348 in register tonnage. 
Foreign imports increased from 2,703,069 tons to 2,844,873 
tons, and foreign exports from 50,497 tons to 55,680 tons, 
but coastwise exports fell from 575,132 tons to 558,478 
tons, against a rise in coastwise imports from 983,195 tons 
to 1,034,966 tons. From dues on vessels and on goods 
the receipts of £171,724 and £245,008, respectively, were 
the largest of recent years. Discharging and loading 
vessels, and landing and shipping cargo brought in 
£253,301, against £254,354, and warehouse rents, &c., 
fell from £82,601 to £76,290, but the amount received from 
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the railway companies in respect of interchanged traffic 
rose from £18,193 to £19,161. The gross revenue of 
£873,479 was the best since the alteration in 1927 of the 
date of closing the financial year, and the amount of 
£328,788 carried to net revenue account was also higher 
than in any previous year. With the aid of sundry credits 
and of £40,000 from the general rate, interest and sinking 
fund charges, &c., are fully covered. 


* * * * 


Overseas Railway Traffics 

For the 50 weeks of the current financial year the Argen- 
tine railways mostly show an improvement on the position 
at the same time a year ago, when the Buenos Ayres & 
Pacific was alone among the big four in showing an 
increase on the receipts for 1934-35. The Buenos Ayres 
Great Southern has now more than recovered its set-back 
of £678,811 at this time a year ago, and the Central 
Argentine has turned its then decrease of £240,915 into an 
increase of £1,814,767. During the past fortnight the 
following advances have been shown: Central Argentine 
£99,639, Pacific £60,309, Great Southern £28,630, and 
Western £10,636. 


No.of Weekly Inc. or Aggregate Inc. or 
Week Traffics Decrease Traffic Decrease 
£ £ £ 

Buenos Ayres & Pacific .. 50th 105,583 + 33,491 4,821,135 + 575,208 
Buenos Ayres Great Southern 50th 121,154 + 21,154 7,427,500 + 974,289 
Buenos Ayres Western .. .. 50th 44,851 + 2,900 2,497,287 231,221 
Central Argentine aa .. 50th 152,224 + 49,968 7,673,597 + 1,814,767 
Canadian Pacific . 23r1 515,000 + 37,600 11,589,200 + 894,400 


Bombay, Baroda & Central India 10th 270,750 
The Great Western of Brazil records an increase of £1,000, 
or 8 contos, for the past week, reducing its decrease for 
the 24 weeks to £16,200. 


31,200 1,993,425 + 119,550 


* * * * 

Festiniog Railway 
The Festiniog Railway is one of the most famous narrow- 

gauge lines in the world and was originally intended mainly 
for the conveyance of slates from the quarries in the moun- 
tains of Merioneth to a port of shipment at Portmadoc. 
A gauge of 1 ft. 11} in. was adopted because of the sharp 
curves necessitated by the mountainous terrain. It was 
opened just over 100 years ago, on April 20, 1836. The 
railway now carries both passengers and goods. Starting 
from an island platform of the Great Western Railway 
station at Blaenau Festiniog, it runs to a station of its 
own, separated only by a roadway from the L.M.S.R. 
station, at Blaenau Festiniog, and proceeds thence to Port- 
madoc, where its station is at some distance from the 
Great Western station in that town. The recently issued 
report for the year 1936 shows that passenger receipts 
were £2,864, against £2,949 in 1935, and that first class 
passengers brought in £47 and £51, respectively, in the 
two years. Minerals and merchandise (classes 1-6) are 
the principal sources of revenue, producing £5,584 in 
1936, against £7,137 in 1935. The closing down for several 
weeks of the quarries at Festiniog in consequence of a 
dispute between the quarry owners and their employees 
resulted in a reduction of £1,553 in the receipts from slate 
traffic. Net revenue for the year amounted only to £82, 
against £526 in 1935. : 

* * * * 
A Problem for the Berlin Congress 


It is symptomatic of the times that the most knotty 
problem confronting the Paris International Railway Con- 
gress should have been the financial position of the rail- 
ways. Whereas concrete engineering problems present no 
overwhelming difficulties in their solution, finance, the sole 
purpose of which should be so to account for the use of 
energy and materials as to facilitate doing what is pos- 
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sible and desirable, seems to baffle everyone. Indeed 
finance today, so far from fulfilling its proper purpose, 
tends to do the opposite, tends to make more difficult 
or even to obstruct the accomplishment of real possibilities. 
At the conclusion of the Cairo Congress in 1933 we drew 
attention to this serious matter, suggesting its consideration 
at Paris. Now, since it did not form a specific question 
this time, we would urge its importance once more, 
echoing sentiments overheard at the congress just ended. 
The railwayman today is hindered in his task, no eas) 
one in any case, by quite unnecessary financial difficulties 
irrelevant to his proper problems. The Berlin Congress 
in 1941 will provide another opportunity of considering 
with his colleagues from all over the world what can 
be done about it. Railwaymen cannot afford to lose such 
a chance again. 


* * * * 


A Novel Railway Settlement Scheme 


A remarkable settlement and agricultural development 
scheme was inaugurated last year by the Benguela Rail- 
way, in Angola, Portuguese West Africa. This scheme, 
sanctioned by Government Decree, authorises the 
Governor-General to demarcate parcels of land of not less 
than 400 hectares (roughly 1,000 acres) in area, along 
the line of the railway, each plot being so apportioned 
that 60 or more hectares of it can be used for cultivation, 
and the remainder for pasturage and afforestation. The 
plots are held on provisional tenancy for 11 years, but 
before a tenant takes possession, the railway has to clear 
the land, make a garden, temporary dwelling house, and 
store shed, and provide a first sowing of corn. The settlei 
is also provided with tools by the railway, which under- 
takes to purchase a decreasing proportion of his crops 
each year at current market prices, if he is unable to sell 
them elsewhere. The railway is also prepared to accept 
rent from each tenant, in kind, on a sliding scale, namely 
in the first year 5 per cent. of the crop, in the second year 
7 per cent., third year 8 per cent., and fourth year and 
onwards 10 per cent. The scheme is intended for settlers 
from Portugal and is an interesting experiment which 
deserves unqualified success. It may be mentioned that 
the Benguela Railway was built largely with British 
capital, and uses British rolling stock, according to the 
Department of Overseas Trade Report on Angola, 1937. 


* * * x 


The Last of the Manifold Valley Railway 


Sir Josiah Stamp will open next month the footpath 
made by the Staffordshire County Council to replace the 
Manifold Valley light railway, the land belonging to which 
the L.M.S.R. with a generous and public spirited gesture 
has presented to the council. In future hikers will be free 
to ramble through one of the most lovely, romantic, and 
The dismantling of the 
railway is being carried out by George Cohen, Sons & Co. 
Ltd., the machinery merchant of London and Leeds, which 
firm has acquired the track—including some 400 tons of 
steel rails, weighing approximately 30 lb. a yard and some 
15,000 sleepers—as well as the rolling stock and other 
plant. Most of the latter is unsuitable for re-use. The 
locomotives of the 2-6-4 type, unusual for a narrow- 
gauge, are being broken up for scrap and_ their 
iron and steel and other metals will be re-melted for 
use in the manufacture of new products. One of the 
interesting peculiarities of the line was the fact that long, 
low, bogies were used as transporters for large main line 
wagons; so that one often met with the spectacle of rail- 
way wagons of standard 4 ft. 8} in. gauge being carried 
on a 2 ft. 6 in. gauge line. 
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Railway Ticket Standardisation 


Although at the end of a railway journey used tickets 
are collected for examination, sorting, and checking—and 
for ultimate conversion into waste paper products— 
limited numbers escape and are proudly preserved in the 
collections of enthusiasts who take much joy in possessing 
particular historic issues. These collectors found much to 
interest them in the recent broadcast on railway tickets 
given by Mr. J. R. Hind, but they had less cause for 
enthusiasm in his remarks on the tendency towards stan- 
dardisation. In recent years efforts have been made to 
reduce the number of ticket types to be issued for ordinary 
train journeys, although the special needs of such travellers 
as workmen, miners, boy scouts, and others, still require 
ihe use of distinguishing letters or special colours. More- 
over, standard colours are being introduced gradually for 
railway tickets; thus, tickets which can be used by any 
train will be white for first class travellers and green for 
third class, and tickets restricted to particular trains, such 
as half-day and evening excursions, will be yellow for first 
class and brown for third class passengers. Tickets for 
bicycles are to be terra-cotta in colour, dogs will travel 
with red tickets, and perambulator tickets will be pink. 
The blue, violet, and mauve coloured tickets will eventually 
disappear. y 

* * * * 


Taking the Wrong Signal 

From Colonel Mount’s report on the accident at Langley, 
G.W.R., on March 3, summarised on page 1181, it will 
be seen that the driver of the spoil train, who overran 
the signal at the exit to the goods loop through reading 
the signal for the adjacent line, could give no clear 
explanation of his mistake. This, like most instances of 
misreading signals, appears to be just another of those 
cases that have to be accepted without attempting to frame 
much explanation. There was not the excuse there some- 
times is, when a man is for the moment looking at the 
wrong signal and this is suddenly pulled off, misleading 
him into accepting it as applying to him. Owing to want 
of space the relief line home signal was outside the loop, 
alongside the loop exit signal, but the new work neces- 
sitated by the damage has enabled space to be found for 
it in the usual position, to the left of the relief line. The 
consistent placing of all signals to the left of the line they 
refer to is a great help to drivers, and in France no expense 
is spared for bracket structures to carry out that prin- 
ciple. But to get the full advantage of it would not the 
right-hand drive, still adhered to by the Great Western, 
have to be given up, and left-hand drive made standard 
for Great Britain? Had the relief home signal at Langley 
been in the standard position it would, with right-hand 
drive, have been more directly in the spoil train driver’s 
line of sight than the one he should have looked at. 


* * * * 


A Change in German Shunt Signalling 

For many years shunting signals, as understood in this 
country, were practically unknown in Germany, where 
shunting was carried out with the aid of point indicators 
and a certain number of what were termed shunting pro- 
hibition signals, indicating sections of line temporarily 
closed to shunt movements. This condition also obtained 
in some other countries which favoured German operating 
principles, such as Switzerland and the Scandinavian coun- 
tries, but of late years a change has been observable. In 
Sweden, Norway, and then Denmark, the independent 
pesition-light shunt signal has been adopted with much 
satisfaction at many stations. In The Railway Engineer 
for June, 1933, we illustrated the new shunting signals 
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introduced by the German State Railway in the last few 
years, and Reichsbahninsrektor Grotepasz, describing in 
Die Reichsbahn the new power signalling at Dortmund 
station, says that ‘‘ they represent a marked step forward 
in shunting, and have become so indispensable that with- 
out them the free flow of operations is unthinkable.’’ The 
new multiple-row power frame comprises 160 levers, be- 
sides shunt signal push-buttons, in a length of 15 ft. 
A new feature is that whenever a pair of points requires 
setting as a trap, but there is no lock to compel it, 
because such would at other times block another move- 
ment, a yellow flashing light appears against the points 
on the illuminated diagram as a reminder to the signal- 
man. The new signal box deals with 820 train and 2,770 
shunt movements in 24 hours, for which 10,700 lever move- 
ments are required, and the working of the station has 
been greatly improved. 
* * * * 


Higher Speeds and Bigger Loads 


Reference has already been made in our pages to the 
South African Transport Conference held at Johannesburg 
in the autumn of last year, and the record of proceedings 
provides a great deal of interesting reading. During a 
discussion, the Chief Traffic Manager of the South African 
Railways, in referring to the train workings, remarked that 
from an operating point of view, what was required was 
power; that was to say, engines that would provide a 
more uniform higher average speed with bigger loads. 
The Chief Mechanical Engineer, in reply, stated that, 
as usual, the transportation department wanted it both 
ways, i.e., higher speeds and bigger loads. It was, he 
remarked, obvious that engine power could not be replaced 
frequently just to meet this demand. It had been inferred 
that a point could be reached whereat it paid to reduce 
the load and get a higher speed, but as to how far that 
was economical and commercial from the point of view of 
moving traffic, it was not possible to say. The Traffic 
Manager, in reply, quoted an instance of a single line 
section having 1 in 30 grades and 300-ft. reverse curves, 
on which the greatest number of goods trains that could 
be worked was 27 a day. By reducing the load from 270 
to 255 tons, it was found possible to get 29 trains through 
and do it in less time than with the previous 27 trains. 
It was further found possible to save a truck-load of broken 
buffers each week on one section of the line. 

* * * * 
The Magna Charta of the Third Class Passenger 

The railway passenger of today as he lolls at his ease 
among the rich padding, arm rests, ample springs and 
tasteful upholstery of a third class carriage on a modern 
express train, surrounded by gadgets to regulate the heat 
and light, to adjust the degree of ventilation without 
subjecting himself to a draught, and a dozen other 
amenities, may well consider himself the pampered mortal 
he is when he compares his lot to that of the third class 
passenger of not so many years ago. ‘“‘ I felt saddened,”’ 
said Mr. Allport (the General Manager of the Midland 
Railway) ‘‘ to see third class passenger trains, containing 
among others many lightly clad women and children, 
shunted into a siding for the convenience of allowing more 
comfortable and warmly clad passengers to pass. I have 
even known third class trains to be shunted to allow 
express goods trains to pass. I have witnessed it with 
pain and sorrow.”’ These remarks were made in 1872 
when the Midland granted third class passengers their 
Magna Charta by permitting them to travel by all trains— 
at that time a revolutionary procedure regarded with 
horror by other main-line companies. Time and’ experi- 
ence, however, amply justified the step, and considerable 
benefits to both railways and passengers followed. 
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Antofagasta (Chili) & Bolivia Railway 


[MPORTANT international connections with Peru and 

Argentina are provided by the owned and operated 
lines: of this company, which has two separate administra- 
tions, one at Antofagasta covering the lines in Chile, and 
one at La Paz dealing with the Bolivian lines. The rail- 
ways throughout are of metre gauge. A system of water- 
works is also part of the company’s undertaking. The 
teport for the year 1936 shows that the receipts of the 
whole undertaking amounted to £793,049, a decrease of 
£52,349, or 6-19 per cent., and the working expenses to 
£496,006, an increase of £9,907, or 2°04 per cent., so 
that the net receipts of £297,043 were lower by £62,256, 
or 17-33 per cent. Net receipts from the waterworks were 
£8,182 higher, at £11,995, but from the railway they were 
£70,438 lower. As in the previous year £100,000 was 
received by way of dividend from the Andes Trust Limited, 
but the net income of £6,436 from Bolivia Railway bonds 
was £11,444 lower. Included in total income was a sum 
of £40,000 transferred from reserves for contingencies, and 
not now required. Debenture interest was fully covered, 
but the amount to be provided in connection with the 
lease of the Aguas Blancas Railway was raised from 
£45,453. to £49,816, partly because of a loss of £1,555 
on the operation of this railway, which compares with net 
receipts of £1,009 in 1935. Arrears of dividend are being 
paid on the 5 per cent. cumulative preference stock in 
respect of the year 1933. The accompanying table com- 
pares the financial position of the past two years : — 


1936 1935 
4 4 
Railway gross receipts 762,941 817,622 
Railway working expenses 477,893 462,136 
Railway net receipts 285,048 355,486 
Total income a i 620,446 643,508 
Debenture interest, rentals, & 280,264 275,901 
Exchange reserve ae 104,000 118,000 
Preference dividend arrears 100,000 100,000 
Carried forward 136,182 147,607 


Although the total volume of traffic handled during 
1936 was greater than that for the previous year, the 
sterling equivalent of the gross receipts was less. This 
result is attributable to the official rate of exchange for 
the Bolivian dollar having been $50 to the £ during the 
period April to December, 1936, whereas for the corre- 
sponding period of 1935 the official rate was $20-26 to 
the £. This disadvantage was, however, partially offset 
by an increase, as from August 1, 1936, in the percentage 
of surcharge applied to the tariffs of the Bolivian section. 
There was a satisfactory increase in the number of pas- 
sengers carried, particularly in Bolivia, but the tonnage 
of general merchandise handled was less than in 1935, 
mainly due to smaller consignments for account of th 
Bolivian Government. In other up traffic there were 
increases under the headings of mining articles, Chilean 
products, fuel oil, firewood, sugar, and flour. The 
despatches of sulphur, copper ores, and other low grade 
ores from stations on the Chilean section showed satis- 
factory increases, but of nitrate only 130,253 tons were 
carried, as against 148,151 tons in 1935. Passenger and 
goods traffics of the Chilian Northern Longitudinal Rail 
way, which is operated by the Antofagasta Company for 
account of the Chilian Northern Railway Company, 
showed satisfactory increases, and on the Bolivia Railway 
Company’s lines there was an improvement in the number 
of passengers and in the tonnage of goods, notwithstanding 
smaller traffic on Government account. 

The operating ratio in railway working expenses rose 
from 56°52 per cent. to 62-64 per cent. Although the lower 
rate of exchange brought about a reduction in the sterling 
equivalent of currency expenses in Bolivia, this was more 
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than offset by increases in salaries of the currency-paid 
staff because of increased cost of living, by heavier 
expenditure on maintenance, by an increase in local taxa- 
tion in Chile, and by the larger volume of traffic. Capital 
expenditure during 1936 totalled £17,696. This included 
the capital cost of relaying 35 kilometres of the Boquete 
branch with 75 lb., instead of 50 lb., rails, and the p: 

chase of seven Wickham gang trolleys and two inspection 


trolleys. 
* * * * 


The Movement of Factories by Railway 


HE household removal service afforded by the British 
railways. is- well known, but it is not so generally 
appreciated that the companies can deal equally efficiently 
and expeditiously with the more complicated problems 
arising from changing the location of factories. Tasks of 
this description have ranged from the transfer for one firm 
of 950 wagon loads of machinery and 140 container loads 
of furniture and effects weighing 5,000 tons in all, to th: 
transport of a single workshop or a single, machine weigh 
ing only a few hundredweight. The rajlway companies 
have so increased their facilities for dealing with this type 
of work that, in addition to the actual conveyance by rail, 
they undertake the dismantling and re-assembling of 
machinery, the removal of stores, furniture and office 
equipment, and all the incidental packing and unpacking 
services at the old and new works, together with the 
necessary road cartage arrangements. ll-in quotations 
are given for dismantling, packing where necessary, con- 
veyance, unloading and positioning at the new works, as 
well as for the conveyance of employees’ effects where 
desired. In the case of heavy machinery, the companies’ 
technical staffs are able to undertake, or to supervise the 
firm’s own employees, in the dismantling of machinery 
and its re-assembly elsewhere and, to facilitate the con- 
tinuity of production, arrangements can be made for the 
work to be carried out sectionally or departmentally in 
accordance with schedules arranged to suit the firm’s 
convenience. 

Such transfers are frequently effected during week-ends, 
thus avoiding any interruption of factory work. In some 
cases the removal of heavy machines necessitates the 
enlargement of doorways or the removal of sections of 
walls, all of which can be undertaken by the railway 
company concerned, while numerous special types of rail 
and road vehicles are available for the conveyance of 
large or heavy: pieces of machinery. The services of 
experienced staffs accustomed to moving consignments of 
exceptional dimensions, or of unusual bulk in relation to 
weight, are also available to firms. The many types and 
sizes of containers now in use facilitate removals. The 
transfer to new premises of a manufacturing chemist’s 
business with its hundreds of stock articles has been suc- 
cessfully accomplished by means of road-rail containers, 
which enabled packing costs to be reduced to a minimum, 
and a door-to-door service given without disturbance of 
the contents en route. Fragile articles of stock can most 
conveniently be transported in this manner, and the 
services of skilled men are available for ensuring the safe 
packing of office furniture and equipment, laboratory 
fittings and delicate instruments. 

Similar facilities for factory removals by a throughout 
road service can also be provided by the companies through 
the agency of their extensive cartage fleets, all services 
being conducted by, or under the supervision of, trained 
railway staffs. Factory removals which are carefully 
planned beforehand in consultation with the railways 
cause little or no interference with output, but, to meet 
cases of emergency, the companies are equally prepared 
to place their vast resources and organisation at the dis- 
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posal of the community. Such an occasion arose when 
1,000 tons of stock were safely transferred from a tem- 
porary warehouse to a rebuilt factory after a fire. From 
time to time the companies are called upon to undertake 
smaller tasks of various kinds and the development anc 
extension of their facilities in this manner is enabling them 
to render material assistance to industry. 


* * * * 


Paris, Lyons and Mediterranean Railway 


()PERATING results at the end of the first five months 

of 1936 showed a distinct improvement over those for 
the corresponding period of 1935 and gave rise to hopes 
for a much better year. At the end of May the measures 
of economy initiated during 1934 and 1935 had produced 
their effect in a saving of about fr. 54 millions in expendi- 
ture in comparison with the first five months of 1935, 
and at the same time receipts had improved by about 
fr. 2,000,600. From June onwards, however, the new 
social legislation of the Government upset these calcula- 
tions, and, although traffics continued to improve so that 
the receipts for the whole year advanced to the extent 
of fr. 45,000,000, expenses also rose by fr. 53,000,000 and 
the loss on working by fr. 8,000,000, thus making the 
year financially the worst in the history of the company. 
After allowing for interest and other financial charges, 
amounting to fr. 843,916,450, the total deficit in 1936 
is fr. 958,384,419, comparing with a deficit of 
fr. 955,967,043 for 1935. Revenue from the property ac- 
count amounted to fr. 13,539,081, an increase of 
fr. 1,610,592 on 1935. The dividend is fr. 75 on each 
fr. 500 share, made up of fr. 57 from railway operations 
and fr. 18 from property account. 

In passenger receipts there was an _ increase of 
fr. 21,823,910, or 2°83 per cent., with an increase in num- 
bers of 1,680,743, or 2:07 per cent. . Holiday traffic, travel 
for winter sports, and cheap fare developments were mainly 
responsible for this increase. Facilities for third class 
travel have been continuously improved, and a further 
proportionate decline in the use of first and second class 
carriages was shown in 1936 when the number of passen- 
gers per 1,000 was 8 in the first class, against 10 in 1935, 
58 against 62 in the second class, and 934 against 928 
in the third. Receipts per fr. 1,000 were fr. 83, against 
fr. 93, in the first class, frs 233 against fr. 245 in the 
second, and fr. 684 against fr. 662 in the third. Train 
service improvements included the extension to and from 
Vintimille of two third class Paris—Lyons rapides, ac- 
celeration of day trains Paris—Milan and Paris—Berne, 
and accelerations of cross-country trains between Bordeaux 
and Geneva, and between Lyons and Le Croisic. Three 
new railcar centres were established at Chalon-sur-Sadéne, 
Avignon, and Grenoble during the year, at the close of 
which there were 125 railcars in service. The railcar- 
kiiometres run during the year were 7,706,964, against 
3,517,142 in 1935. These figures are not included in the 
train-kilometre totals given in the accompanying table. 
Passengers in the associated and tourist road services in- 
creased from 4,096,298 to 4,418,327, and the profit accru- 
ing to the company was fr. 258,600. In consequence of 
the new sub-divisions into petits colis, expéditions de 
détails, and charges complétes which have replaced the 
former subdivisions into grande vitesse and petite vitesse, 
the total goods traffic receipts are now shown under one 
heading marchandises. These receipts are up fr. 20,250,300, 
or 1 per cent. Petite vitesse tonnage increased by 3-7 per 
cent. Of wines and spirits 2,070,000 tons were carried, 
an increase of 148,000 tons, or 7:70 per cent. The tonnage 
of produits metallurgiques was 2,780,000, an increase of 
92,000 tons, or 3°42 per cent. 
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1936 1935 
Average kilometres worked 9,949 9,949 
Total train-kilometres 107,913,800 106,845,334 
Passengers 82,725,621 81,044,878 


30,754,835 
7,900 ,447,390 
256-88 km. 
102-98 
Francs 
772,476,746 
1,970,832,350 
2,776,439,757 
2,859,200,862 
82,761,105 


32,070,189 

. 8,416,268,710 

262-43 km. 
103-23 
Francs 

.. 794,300,656 

. 1,991,082,650 


Goods, tons 
Ton-kilometres 
Average haul a 
Operating ratio, per cent. 
Passenger receipts 
Goods traffic receipts .. : 
Total receipts . 2,821,051,729 
Total expenses (net) .. .. 2,912,453,733 
Loss LAe a oe: oe 91,402,004 

Of the operating expenditure of fr. 2,912 millions, the 
wage bill at fr. 1,718 millions accounted for 59 per cent. 
In i935 wages were fr. 1,631 millions, or slightly over 
57 per cent. of the total. The coal bill was fr. 308 mil- 
lions, a reduction of fr. 8 millions, or 3 per cent. Liquid 
fuel costs rose, however, from fr. 2 millions to fr. 6 mil- 
lions, in consequence of railcar development. Other ex- 
penditure at fr. 880 millions showed a reduction of fr. 32 
millions on the previous year. Rolling stock was increased 
during the year by the addition of 9 locotractors, 41 pas- 
senger railcars, 19 coaches with couchettes, a train com- 
posed of 9 steel coaches for suburban service, 3 wagons 
for heating purposes and 130 containers. On the other 
hand, the company scrapped two locomotives, two loco- 
tractors, two railcars, 53 coaches, 112 express goods vans, 
3,426 goods wagons, and five service wagons. Contracts 
were given for 26 railcars and 70 third class coaches. 
Fitting continuous brakes to goods vehicles in circulation 
is almost complete. Seven level crossings were eliminated 
during the year. 

oa * * * 


Soviet Railway Progress 


MAINLY as a result of the extreme difficulty in making 
a backward nation into skilled workers within a 
decade or so, the railways of Soviet Russia are still in- 
credibly overworked. The freight traffic has risen by 
leaps and bounds, although still within the limitations of an 
efficient organisation, but the difficulties in producing 
equipment of sound construction and inculcating a sense 
of discipline and personal responsibility into the staff have 
perpetuated a chaos which is proverbial. Under the strong 
leadership of Lazarus Moses Kaganovitch, the present 
Commissar for Transport, tremendous efforts have been 
made to introduce some kind of order on the most impor- 
tant lines, and with a certain amount of success despite 
the fact that time and trouble can scarcely be spent in 
training the lower grades of the staff in a proper manner. 
Moreover, the Commissar’s task is not lightened by reason 
of the necessity of constructing and consolidating with all 
expediency most important strategic routes at each end 
of an area 6,000 miles wide what time the industrial and 
economic requirements of the most important parts of the 
Union cry out for new main lines or rehabilitation of old 
ones running virtually at right angles to the military routes. 
Although the needs of the country are not diminishing, 
the rate of construction of new lines has fallen consider- 
ably. An official Soviet organ has just given the route 
length of line to be operated by the end of this year as 
86,500 km. (53,800 miles). This is an increase of 3,000 km. 
(1,860 miles) in the last four years, whereas in the five 
years from the beginning of 1928 to the end of 1932 the 
new lines built totalled over 6,000 km. (3,750 miles). 
During 1936 the average number of cars loaded per diem. 
was 86,200, but endeavours are to be made to raise this 
to 95,000 in 1937. The expenditure of a sum of 1,380 
million roubles for new rolling stock has been sanctioned 
for 1937, together with 452 million roubles for new lines 
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and 330 million roubles for doubling important main lines. 
This helps ta confirm the opinion that one of the weakest 
links is the organisation and administration of the running 
and repair departments, for a stock of over 600,000 pas- 
senger and goods vehicles should not be so inadequate 
as the expenditure of 1,380 million roubles in a year would 
suggest. Unfortunately, the greater portion of the stock 
appears to be treated badly and inefficiently repaired, 
and it seems to have been considered advisable to make 
use of the much higher technical skill still now available 
in the main locomotive and wagon works to turn out a 
succession of new vehicles, leaving the old ones to their 
fate. 

Passenger traffic, too, appears as if it must continue as 
a necessary evil, for, of the 1,425 steam locomotives 
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scheduled for completion this year, the great majority are 
of freight types, and only 1,500 passenger cars have been 
ordered, compared with about 100,000 wagons. But the 
increase in the Moscow electrified suburban system (to 
about 112 route miles) has necessitated more stock, and 
50 multiple-unit trains are to be built, in addition to 50 
electric locomotives for the 3,000-volt d.c. lines. Tank 
wagons form the most pressing need of the freight depart- 
ment, and the construction of 40,000 has been sanctioned 
97 per cent. being of the double-bogie type with capacities 
of 6,000 gal. or more. Instructions have been given to 
increase the length of the daily locomotive runs wherever 
possible and to speed up the freight trains, but how much 
remains to be done is indicated by the average of only 
20 km.p.h. (125 m.p.h.) to be aimed at this year. 











LETTERS TO 


(The Editor is not responsible for 


Penny Wise Pound Foolish 


22, Sutton Road, 
Heaton Chapel, Stockport. 
June 9 
To THE EpItoR OF THE Railway GAZETTE 

S1r,—The application by the railway managers to the 
Railway Rates Tribunal for a 5 per cent. increase in rates 
and fares must have caused dismay to many people who 
are interested in the affairs of the railways professionally or 
otherwise. The reason for this application lies apparently 
in the hope of increasing the revenues in order to offset 
increased expenditure due to the rising cost of materials, 
the probable restoration of wage cuts to the staff, and to 
enable a higher rate of interest to be available for the 
shareholders. Granted that some means of improving their 
finances are desirable and necessary, it is surely deplorable 
that the railway companies can seriously entertain the 
forlorn hope of recouping their finances by adopting such 
a retrograde step which, in the light of past experience, is 
only too obviously doomed to defeat its own object. 

After years of disastrous decline in traffics due to the 
slump in industry and to the effects of road competition, 
the railways during the past four years have done much 
to regain and create traffic by various enterprising methods. 
The most effective has certainly been the successive reduc- 
tions in both goods rates and passenger fares—the flat rate 
for goods traffic in bulk, cheap day and half-day excursions, 
penny a mile monthly return tickets (although the standard 
third class single fare is still 14d. a mile). In view of the 
undoubted success of these measures by attracting more 
traffic and revenue, is it logical to anticipate that a sudden 
reversal of this policy will still further enhance the com- 
panies’ finances? 

It would almost appear as if the railway managers have 
failed to take into account the effect that such an increase 
is likely to have on their customers, or if not have they 
dismissed the idea as not worthy of consideration? May I 
draw attention to the unfortunate results which followed 
the last increase in passenger fares. This was the adjust- 
ment of fares which came into operation on January 1, 
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the opinions of correspondents) 


1928. Briefly, the whole of the local fares relating to any 
station were raised an additional halfpenny to 2d., whilst 
long-distance fares were reduced by similar amounts. The 
short distance and suburban traffic was very adversely 
affected by this change. At Manchester this alteration in 
fares coincided with the general admittance into the city 
of various large bus companies which had previously been 
restricted to the outside boundaries, and served as a most 
generous bouquet of welcome to the newcomers. 

Since those days the cheap single and return tickets and 
the reduced season ticket rates have done much to mitigate 
the resentment and alienation caused to the public. Must 
all be lost again? or are the railways relying on the interests 
they now hold in the large bus companies and on the restric- 
tions placed on the smaller independent concerns to 
counteract any appreciable diversion of traffic? Should 
this be so, the justification for building up expectations on 
these grounds appears to be very indiscernable, for, with 
few exceptions, the railways do not control a dominating 
influence on the road companies they hold interests in, 
indeed active competition still exists. Also, the restrictions 
at present imposed by the traffic commissioners might soon 
be modified owing to the pressure of public opinion incensed 
at what may well seem to be an attempt at exploitation 
by a railway-controlled monopoly. 

In conclusion, may I refer to a report prepared by the 
Chief Commercial Manager of the L.M.S.R. for the Inter- 
national Railway Congress. Practically the whole of this 
report is devoted to discussing the effects road competition 
has had and is having on railways and to the various 
methods of combating this competition. Much stress is 
laid on the importance of the work done by his commercial! 
managers, acting in the capacity of public relations officers, 
in obtaining and maintaining the goodwill and patronage 
of the public. It appears they ascertain and endeavour to 
meet the public’s requirements ‘‘ by every possible measure 
and facility, whereby the demand for railway transport may 
be definitely stimulated.’’ Possibly at the coming tribunal 
inquiry it may be explained how this admirable policy is to 
be reconciled with the foregoing application. 

G. DAVIES 








L.M.S.R. PostERsS. — Two new 
posters issued by the L.M.S.R. are 
of special interest in view of our com- 
ments in our February 26 issue on the 
attraction to the public at the present 


Warm tones of red, brown, and blue 
form a pleasing massed effect, with the 
glare from the locomotive furnace and as a 
the station lights in the background 
as lighter touches to catch the eye. 


between the sunlit scenery 
study of the train, and the composition 
whole beckons appealingly to 
the intending traveller. The letterpress 
briefly reviews the services of the Irish 


time of railway scenes as poster sub- Excellent use is made of that fine Mail and other named L.M.S.R. ex- 
jects. One of them, the work of Cecil scenic attribute of the L.M.S.R. main presses. A third new L.M.S.R. poster 
King, R.I., is entitled ‘“‘ A Winter’s line to Holyhead—the Menai bridge— ___is ‘‘ Beaumaris Castle,” in which Norman 


Evening,’ and portrays the departure’ in F. 
from Euston of the Merseyside Express. Irish Mail.”’ 


H. Glazebrook’s poster, ‘‘ The 
A nice balance is struck 


Wilkinson, R.I., gives a quietly attrac- 
tive rendering of his subject. 


and the 
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PUBLICATIONS RECEIVED 


The Said Noble River. By Alan 
Bell. London: The Port of London 
Authority, E.C.3. 104 in. 7% in. 
82 pp. Appendix. Folding map. Fully 
illustrated. Price Is. 6d. net. Pub- 
lished to commemorate the Coronation of 
King George VI and Queen Elizabeth.— 
The romance and picturesqueness of the 
pulsating life of the River Thames, 
which the author calls the ‘‘ High Street 
of England”’ and the ‘“ Royal High 
Road of London ’’—two titles which 
aptly summarise the commercial and 
ceremonial uses of the river—have been 
presented in a delightful manner in this 
book. The writer mourns the fact that 
the river, which is the seed out of which 
grew the greatest capital in the world, 
and which in byegone days saw so many 
royal processions, should have played 
such a small part in this year’s cere- 
monies. 

The use of the River Thames as the 
great highway of London was under- 
standable considering the state of the 
narrow and tortuous streets of the city. 
In the reign of Queen Anne there were 
nine royal residences along the banks, 
and the houses of the wealthy faced on 
to the river, whilst the great edifices 
of London were for the most part 
easily accessible from the shores. The 
development of roads and road vehicles 
proved too much for the river and today 
those who seek pageantry on the Thames 
are urged by the author to visit Dock- 
land. 

Almost as long as there has_ been 
a Port there has been a London Bridge. 
The old bridge, built in 1176, was the 
only one over the Thames until 1750 ; 
the new bridge, three times as wide, was 
opened in 1831. In the concluding 
chapter the author reviews the splendid 
record of development of the Port of 
London Authority, which came into 
being in 1909. In the appendix are 
given useful statistics and information 
on the dock systems and trade of the 
P.L.A. 


Wood Preservatives. A report by 
Mr. N. A. Richardson, B.Sc., A.I.C., 
being No. 17 of the Forest Products 
Research Records (Wood Preservation 
Series No. 3) of the Department of 
Scientific and Industrial Research. Lon- 
don: H.M. Stationery Office, 1937. 
93 in. x 6 in. 13 pp. Price 6d.— 
This report deals with the three main 
classes of wood preservatives : (1) oil ; 
2) water soluble ; and (3) solvent types ; 
and emphasises the importance in all 
cases of the method of application in 
order to secure effective impregnation. 
It also defines the qualifications for a 
satisfactory preservative as (a) toxic 
to wood-destroying fungi and insects ; 
(b) permanency in effect ; and (c) avail- 
ability in quantity, and cheapness ; 
also that it should not be too viscous, 
poisonous, corrosive to metals, or render 
timber more inflammable. 

Of type (1) preservatives, creosote is 
recommended as having the most 


advantages, it being more toxic to wood- 
destroying agencies and less viscous 
and more penetrative than coal tar, 
though a mixture of the two is some- 
times used satisfactorily. | Water-gas 
tar creosote has little toxicity towards 
fungi, but petroleum oils are mixed with 
coal-tar creosote in the U.S.A. and India 
for the preservation of the sleepers ; the 
better moisture-proofing qualities of this 
mixture render the timber less liable to 
split than ordinary creosote. 

Type (2) preservatives are cheap and 
easy of transport in solid or concentrated 
form, and they involve little fire risk ; 
the wood can also be painted over them. 
On the other hand, they are more readily 
leached out of the wood if used on the 
ground, and they are usually less per- 
manent. 

Type (3) preservatives, though more 
penetrative than creosote and suitable 
for surface spraying, are costly. Chapters 
are devoted to patented and proprietary 
preservatives, and to the choice of 
preservatives. For sleepers, transmission 
poles, bridge timbers and piling, coal- 
tar creosote with pressure or open tank 
impregnation is recommended, but for 
building work water soluble or solvent 
type preservatives are advised. 


The Elements of Railroad Engin- 
eering. By the late Wm. G. Raymond. 
Revised by Hy. E. Riggs and Walter C. 
Sadler. Fifth Edition. London: Chap- 
man & Hall Limited ; New York: John 
Wiley & Sons, Inc. 9} in. 6 in. 
1} in. 406 pp. Illustrated. Price 
21s. 6d. net.—This work deals essentially 
with the ‘ fixed ”’ portion of a railroad 
plant, and the author has achieved the 
seemingly impossible by condensing 
into a mere 400 pages almost all the 
fundamental principles of a vast subject. 
Although first and foremost an American 
publication, it should prove of consider- 
able value to the colonial civil engineer- 
ing student. The author has treated 
generally those subjects which are fully 
and well covered in special volumes and 
he refers the reader to these works. His 
policy has been to go into detail in those 
subjects treated only in books of the 
same class. The chapters on the eco- 
nomical layout and planning of a rail- 
road are exceptionally good, and the 
way the estimated costing of operation 
is dealt with is admirable. While the 
survey, construction and formation of a 
line are treated more or less in general, 
the chapters on “ties”’ and _ track 
are very comprehensive in detail right 
down to the nearest sixteenth of an inch 
in the case of aspike. There are several 


pages of illustrations of modern 
American locomotives together with 


details of their weights, tractive effort, 
&c.; but, as we have already noted, 
the work deals essentially with the 
“fixed ’’ part of a railroad and this 
fact may account for the classification 
of a 4-6-4 engine as a Pacific. Again, 
with so large a subject to deal with in 
one volume, it does seems a trifle super- 
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fluous to devote a whole page to an 
illustration of a spherical journal bear- 
ing. On the other hand, the well-set- 
out chapters on resistance to motion, the 
effects of curves and the characteristics 
of locomotives adapted to work on 
various grades are admirable for refer- 
ence and, if for this reason alone, ‘‘ The 
Elements of Railroad Engineering ”’ 
should readily find a place on every 
railwayman’s bookshelf. The author 
was one of the greatest teachers of rail- 
road engineering in the New World, 
and it is indeed a pleasure to find this 
useful work brought up to date and in 
its fifth edition. 


Resorts for Happy Holidays.— 
This interesting and helpful publication 
is sent by the Belfast & County Down 
Railway. Whatever the requirements 
of the holidaymaker, County Down, the 
charming district served by this railway, 
offers something for every taste— 
whether it be Bangor, ‘“‘ The Brighton 
of the North ’’; Donaghadee, ‘“‘ Bright, 
Breezy and Bracing’ or Newcastle, 
which is the gateway to the Kingdom 
of Mourne. Tourists from Great Britain 
are reminded that there are no customs’ 


restrictions on entering or leaving 
Northern Ireland through Northern 
ports. 


Grafton & Co.’s Transport Cata- 
logue.—Those interested in the _his- 
torical aspect of, and the unusual in, 
railways will be fascinated by the 
contents of this catalogue, copies of 
which may be obtained from Grafton & 
Co., of Coptic House, 51, Great Russell 
Street, W.C.1. In this “ treasury 
are listed many old documents and 
papers, some now amusing, some quaint, 
and many which give much food for 
thought, which throw light on an 
extraordinary variety of subjects apper- 
taining to railway history. Guides, 
companions, timetables, plans, notices, 
Acts of Parliament, reports, manuals, 
reviews, cartoons, and poems, all find a 
place in this compendium of railway 
knowledge, as well as the larger tech- 
nical, historical, and biographical text- 
books. 


Controlled Lighting.—G.V.D. Illu- 
minations Limited, Aldwych House, 
W.C.2, sends this well-produced bro- 
chure. Good lighting is much more a 
question of utilising the light produced 
by each lamp than of merely increasing 
the size or number of lamps. The 
G.V.D. system of controlled lighting 
can be described, without exaggeration, 
as one of the most important recent 
developments in scientific illumination. 
The desirable combination of low instal- 
lation and running costs with artistic 
decorative effects can be achieved by 
the use of this system, which is the out- 
come of much careful research work. 
The application of the new principles to 
direct and indirect, and daylight effect 
lighting, and to architectural lighting— 
lay-lights, cornice, beam, pillar, and 
other forms—is described in the bro- 
chure, and many illustrations are given 
of installations in important buildings 
in London and the provinces. 
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THE SCRAP HEAP 


Answer to Railway Problem No. 10 


goes “ 
oa 


792 yards. Train yd. per 
sec., that is 88 yd. in 6 sec. length 
of train is 88 yd. In 1 min. it goes 
880 yd., that is length of tunnel + 
length of train. length of tunnel is 


792 yd. 


Railway Problem No. 11 
THE ESCALATOR 

As it was raining when they came 
out of the theatre, Mr. and Mrs. Perkins 
decided to go home by the tube. 

Having reached the escalator, Mr. 
Perkins stepped boldly upon it and, 
believing that his wife was behind him, 
remained standing until he reached the 
bottom. Chancing then to look back- 
wards, he perceived that Mrs. Perkins 
was still standing fearfully at the top, 
whereupon, without a moment’s delay, 
he started walking up again. She, 
however, at the same moment, plucked 
up her courage, and, launching herself 
upon the moving stair, was borne 
downwards towards her anxious spouse. 

Now, assuming that Mr. Perkins can 
walk up or down a stationary escalator 
in 50 seconds, and down an ascending 
escalator in 5 minutes, where did the 
couple meet?—From ‘‘ A Problem a 


Dav,’’ by R. M. Lucey. Faber & 
Faber. 5s. net. 
© * . 


SAFER BY RAIL! 

C. B. Flowers lost control of his car 
while driving near Los Angeles. It 
plunged through a viaduct guard-rail, 
dropped thirty-five feet—and landed on 


tne roof of a passing goods train. 
Flowers was unhurt. 
* * + 
Railway travelling is safer than 


walking, riding, driving, than going up 
and down stairs and even safer 
than eating, because it is a fact that 
more people choke themselves in 
England than are killed on all the 
railways of the United Kingdom.—The 

late Sir Edward Watkin. 

« + + 
FURNITURE VERSUS WOUNDED 

On another occasion the French rail- 
way authorities dumped a_ whole 
carriage of our wounded in a siding 
while they took on trucks full of 
refugee furniture. Sister Knight, dis 
covering this at the first stop, herself 
forced the engine-drivers to go back 
with an engine, on the footplate of 
which she rode, to pick up the derelict 
carriage. She returned triumphantly 
with it, though heartbroken to find 
that some of her cases had died during 
those hours of neglect.—From Lord 
Phillimore’s appreciation in ‘‘ The 
Times’ for June 10 of the late Maria- 

Dolores Elizabeth Knight. 

* * * 

NO PLEASING 
In answer to the letter asking whv 
stations are only sprinkled with water: 


If we put down a good bucketful of 
water, as suggested, some silly ass 
would slip over and claim damages. Or 
somebody would stand in the porter’s 
way and get splashed if a stiff broom 
were used, and claim a new dress or 
coat. If no water is used at all, people 
complain of being stifled by the dust. 
We have tried damp sawdust and 
similar preparations, and people com- 
plain of having their shoes made dirty, 
probably afraid of being accused of 
going into the four-ale’ bar.—‘‘ M. S.,’’ 
Kent, in a letter to the editor of ‘“ The 
Daily Express. 
* * * 

Millions of dead fish, found in the 
east basin of Simon’s Bay, near Cape 
Town, are stated to have been asphyxi- 
ated, having entered the bay in such 
quantities that there was not enough 
oxygen in the water for them all. A good 
many poor fish have only just missed 
sharing the same fate at Oxford Circus 


tube station.—Peter Simple in “ The 
Morning Post.’ 
* * * 


The Maunch Chink  Coal-mine 
produce in Pennsylvania, is conveyed 
to a village of the same name in 
waggons, running on to an inclined rail- 
way; and to each train of forty-two 
waggons there are seven cars attached, 
containing twenty-eight mules, which 
are employed to draw back the waggons 
when emptied. Professor Silliman 
states, that the mules readily performed 
their duty of drawing up the empty 
waggons; but, that having once ex- 
perienced the comfort of riding down, 
they appear to regard it as a right, 
and neither mild nor severe measures, 
not even the sharpest whipping, can 
ever induce them to descend in any 
other way.—From ‘“‘ The Railway 
Magazine’’ of May, 1837. 

. * * 


MIDLAND TRAIN CONTROL 

The illustration of a Midland Rail- 
way goods brake van on this page, is 
reproduced from the booklet of instruc- 
tions issued to the staff concerned 
before the introduction of freight train 
control by the late Sir Cecil Paget 
when he was General Superintendent 
of that system. On the first page is 
the following notice :— 

‘Commencing January 4, 1909, the 
movements of all goods and mineral 
trains between Cudworth and Toton 
will be under the control of the District 
Controllers situated at Cudworth, 
Masboro’, Staveley, Westhouses, and 


Toton, from whom Signalmen are 
liable to have orders affecting their 


own work and instructions to transmit 
to other members of the staff concern- 
ing theirs.’’ 

The booklet then proceeded to ex- 
plain. the system of indentification 
letters which brake vans had to carry 
for the information of the reporting 
stations, whence the movement of 
traffic was telegraphed to the district 
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control offices, themselves supervised 
by the central office: at Derby. The 
van we illustrate is labelled for attach- 
ment to the 11.35 a.m. train from 
Derby (DY) to Sheffield (SD). Time 
was shown by allocating letters of the 
alphabet—from A for 1 to M for 12— 
to the divisions of the clock face. The 
letter L stood for 11, and G for 7 
(or, as in this case, for 35 min. | 

the hour). Afternoon times w 

shown by the addition of a letter 
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To reduce complications, and _ the 
amount of equipment to be carried by 
the guards (who were responsible for 
labelling their trains), several stations 
might be represented by one pair of 
symbols, and the SD shown on this 
van stood equally for Grimesthorpe, 
Queens Road, or Wincobank. Am 
biguity was removed by the time 
symbols. Later, the system was fur 
ther simplified by the use of one-letter 
symbols indicating both the _ points 
of departure and destination; and 
eventually the labelling was abandoned 

Eventually, the whole of the Mid- 
land Railway was divided into 26 con 
trol areas, with a central office at 
Derby, and the control of the prin- 
cipal passenger trains was introduced 
on January 1, 1917. . The working of 
the system was dealt with in THE RaIL 
WAY GAZETTE of July 8, 1921, and the 
article was reprinted as a booklet. 

* * * 


*‘ Surely,’’ exclaims a writer to the 
Daily Telegraph, on the occasion of the 
return of the Prince of Wales, ‘“‘ Surely 
never was a pleasanter hour than that 
in which the Princess of Wales left 
London to meet her husband. The 
magnificent state train of the London 
and Brighton Company had been drawn 
up. Mr. Knight, the manager of the 
line, Mr. Jonas Levy and Mr. Otway, 
two of the directors, and all the various 
departmental managers were there too.” 
It must, indeed, have been pleasant ; 
and the giddy brain refuses to contem- 
plate the fulness of the Princess’s joy, 
supposing it had been possible for Mr. 
Grierson, the manager of the Great 
Western Railway ; Mr. Archibald Scott, 
the manager of the London and South 
Western Railway ; Mr. Cawkwell, of the 
London and North Western Railway ; 
and the managers of other of the great 
trunk lines, with their state trains, their 
directors, and their various depart- 
mental managers—to have been ‘‘ there 
too’’—From ‘‘The World” of June, 
1876. 
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OVERSEAS RAILWAY AFFAIRS 


(From our special correspondents) 


INDIA 


Central Standards Office 
New Bridge Designs 

During the year 1935-36 much useful 
work was done in the civil and 
mechanical engineering branches of the 
Central Standards Office. Standard 
designs of broad gauge plate girders 
60-ft. and 80-ft. spans in mild steel for 
ML (main line) and HM (heavy 
mineral) loadings were issued. Com- 
plete sets of designs for broad gauge 
100-ft.. span high-tensile steel plate 
girder bridges for HM loading were also 
prepared and issued, and_ similar 
designs for ML loading were in hand. 
A standard profile of 350-ft. span high- 
tensile steel truss girders was, more- 
over, sent out to the railway adminis- 
trations for their criticisms. Designs of 
cast iron sleeper pads for broad and 
metre gauge girder spans were also 
prepared. 

Designs of pressed steel broad gauge 
trough sleepers incorporating the new 
Central Standards Office type of loose 
jaw rail fastening, and for metre gauge 
steel sleepers with pressed-up lugs and 
standard two-way keys were issued as 
tentative standards. With a view to 
reducing the maintenance costs of per 
manent way laid on cast iron sleepers, 
the Standards Office completed a design 
for a new type of cast iron sleeper for 
90-lb. and 115-lb. rail sections ; in 
conjunction with this design a special 
cast iron sleeper joint was also designed 
to improve the conditions of support at 
rail joints. 


New Types of Bogie, and Springs 
from Re-rolled Tyres 

The mechanical engineering branch 
prepared drawings of a revised design 
of locomotive bogie with longer 
journals, a new experimental design of 
metre gauge coaching bogie, and a new 
trial design of broad gauge carriage and 
wagon draft gear. Investigations into 
the most economical paints for wagons 
ind underframes were in progress in 
collaboration with the Indian 
Stores Department, Industrial Intelli- 
gence and Research Bureau and the 
Government Test House at Alipore. 

The question of the suitability of re 
rolled carriage and wagon tyres for 
spring steel was also examined. 
Fatigue tests on carriage and wagon 
laminated bearing springs manufac- 
tured from. re-rolled carriage and 
wagon tyres demonstrated that they 
were equal to springs imported or 
assembled from imported spring steel 
sections. It was, therefore, decided 
that arrangements should be made to 
roll from scrap carriage and wagon 
tyres the laminated spring _ steel 
requirements of the State railways. 

For the reasons already given in 
these columns, the trials of mechanical 
stokers on locomotives, concluded 
during the vear, caused the Locomo- 


close 


tive Standards Committee to recom- 
mend that their introduction should be 


limited to cases where _ service 
conditions necessitated the develop- 
ment of maximum capacity over 


prolonged periods. 


Cochin Harbour 

A short time ago Mr. C. A. Muirhead, 
Agent of the South Indian Railway, 
accompanied by the transportation and 
engineering heads of the _ railway, 
conferred with Sir R. K. Shanmukham 
Chetty and other prominent officials 
of the Madras, Cochin, and Travancore 
Governments in connection with the 
proposal to extend the Shoranur- 
Cochin Railway and to divert the line 
from Edapilly to Venduruthi, the site 
of the harbour works. The railway 
extension to Willingdon Island, at a 
cost of Rs. 10 lakhs, has now been 
decided upon. There will be three 
new stations, Ernakulam North, Erna- 
kulam South, and Venduruthi. The 
road and railway bridge connecting 
Venduruthi and Ernakulam has already 
been taken in hand. 


CANADA 


Commemoration of Arrival of 
First Train at Vancouver 

On May 23 trains of three great rail- 
ways—the Canadian Pacific, Canadian 
National, and Great Northern—con- 
verged on Vancouver, where civic 
officials and railwaymen commemorated 
the arrival exactly 50 years ago of the 
first trans-continental locomotive and 
coaches. Among the hundreds of em- 
ployees and former employees of the 
Canadian Pacific Railway who attended 
a commemorative church service was 
Mr. P. A. Barnhart, conductor of the 
famous ‘‘ Train Number One,’’ and the 
only member of the crew still alive. 
Also present were scores of persons who 
witnessed its impressive and punctual 
arrival on May 23, 1887. On the pre- 
ceding July 4 the first train had reached 
the Pacific Coast at Port Moody, still 
technically classed as the western ter- 
minus of the Canadian Pacific Railway 
(technically, Vancouver the present 
terminus, is on a branch line). 


IRISH FREE STATE 


Excursion Traffic on the G.S.R. 

Sunday excursion traffic on the Great 
Southern Railways is a source of satis- 
factory revenue to the company, and 
on each Sunday during the summer 
season numerous trains are run from 
cities and large towns to other cities, 
to the seaside, or to other places of 


interest. As well as the company’s 
own advertised trips, some _ are 
guaranteed by clubs or _ religious 


societies, and others are run in con- 
nection with football and hurling 
matches, which .are played not only 
during the winter but right through 
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the excursion season. There are also 
seaside excursions run from Dublin 
and Cork at very low afternoon rates. 

The mystery trips previously re- 
ferred to in these columns are run 
during May and June and in Sep- 
tember, October and November. Owing 
to the number of Sunday excursions 
run between the end of June and the 
beginning of September, and the limita- 
tion of the carriage supply, the mystery 
trains cannot be run during the height 
of the season. Consideration must 
also be given to the effect of the very 
cheap fares on the ordinary Sunday 
excursion rates. 


Midnight Excursions 
Novelty was introduced this year 


by the innovation of midnight 
excursions from Dublin on Whit 
Saturday. The passengers travelled 


from Dublin to Killarney, a distance 
of 166 miles, by rail, and were supplied 
with breakfast at Killarney. After an 
interval for church service, they were 
then conveyed by motor coaches, 
making an all-day run of about 110 
miles, and stopping at the various 
places of interest, such as Kenmare, 
Waterville, Cahirciveen, Glenbeigh 
and Killorglin. Dinner was served 
about 1.0 p.m. at Waterville, and the 
coaches returned to Killarney in time 
for the train to Dublin. 

The fare for the Killarney trip, in- 
cluding the train and coach journeys, 
as well as breakfast, dinner and tea, was 
28s. Alternative coach journeys were 
also provided for shorter distances, at 
somewhat lower fares. Moreover, con- 
nection was given to Cork, and a road 
tour was arranged from that station. 
The outing was arranged by an 
excursion club, under the company’s 
auspices, and was so organised with 
reserved parties beforehand that it was 
assured of success, and 500 passengers 
travelled from Dublin; appreciative 
letters have been received on behalf of 
several parties. It is the intention of 
the company to repeat and extend 
these excursions. Cheaper day trips 
are also run to other points, leaving 
at between 8.0 a.m. and 9.0 a.m. 


Guarantee of Success of Excursions 


When such an excursion is organised 
by clubs or parties the promoters are 
allowed a small sum to cover their 
expenses, and to reward them for 
making the venture a success. The 
great advantage to the company lies in 
the fact that the organisers are able 
to canvass and secure parties of from 
30 to 150, which, when amalgamated, 
can be conveyed in the one _ train 
economically. 

These arrangements do not detract 
from ordinary revenue, as they are 
chiefly to places of interest, and not 
to towns or cities where ordinary 
passengers might travel outwards at 
the cheap Sunday rate, and purchase 
a single ticket for the return. Advance 
booking of parties beforehand ensures 
success irrespective of weather condi- 
tions on the morning of the excursion. 

In the off season half-day excursions 
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will be run from Dublin to places like 
Cork and Galway at a special fare of 
5s., compared with full Sunday rate of 
10s., the main attraction being the rail 
journey with meals available on the 
train. Only two or three hours, how- 
ever, are allowed for sight-seeing at the 
other end. 


DENMARK 


New Steamship Route between 
Norway and Denmark 

A new steamship service between 
Norway and Denmark was opened on 
May 22, the day on which the summer 
timetable was introduced on the rail- 
ways. The new route connects Kris- 
tianssand in southern Norway with 
Hirtshals in northern Denmark, and 
the time taken for the crossing is about 
5 hr. The route replaces the steam- 
ship service between Kristianssand and 
Frederikshavn, which took 11 hours, 
so that a considerable saving in time 
is effected. When the Sorlands railway 
in Norway (connecting Kristianssand 
with Oslo) is completed—probably next 
year—the new steamship service will 
be a link in a fast route between Nor- 
way generally and Denmark and 
western Europe. From Hirtshals a 
private railway runs to Hjorring where 
connection is made with the Nordpilen 
diesel express service, which in turn 
gives good connections with the Esbjerg- 
Harwich service and to Hamburg and 
further south. The service provided is 
one round trip daily. The ship leaves 
Kristianssand at 1.00 a.m. and 
Hirtshals at 10.00 a.m. 


New Air Lines 

Until 1936 all air lines radiating from 
Copenhagen were of an international 
character, but in that year the first 
local air route was opened as a trial 
for the summer. The route connected 
Copenhagen and Aalborg, and one 
service daily each way was provided. 
The route has been reopened this 
summer, but with two services each 
way daily. In July a new local air 
route betwen Copenhagen and Esbjerg 
will be opened for two months as a 
trial, and will be in connection with the 
arrival and departure of the Esbjerg 
Harwich boats. 


CHINA 
Railway Exhibition 

Under the auspices of the Engineer- 
ing Reference Library of Nanking and 
the City Museum of Shanghai, an Ex- 
hibition of Railway Engineering and 
Appliances took place during the first 
week in May at the Civic Centre institu- 
tion, Shanghai. The exhibits consisted 
of photographs, charts, pictures and 
publications of famous railway com- 
panies throughout the world, and 
matter describing the development of 
railway engineering in China occupied 
an important section of the exhibition. 

In order to make the study of the 
subject as simple as possible, the photo- 
graphs, numbering over 1,000, were 
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classified into four principal categories : 
(1) railway engineering, such as survey, 
construction, including tunnels, bridges, 
earthworks, signals, stations, ferries, 
permanent way, and all the buildings 
pertaining to railways; (2) mechanical 
engineering, including all types of cars 
and locomotives whether steam or elec- 
tric, and streamlined cars, mountain 
cars, street cars, passenger coaches, 
freight wagons, and service cars, with 
all their equipment and decorations; (3) 
railcars and parts including all stocks 
for replacement and repair; and (4) 
machine tools and apparatus used in 
railway construction. 

In view of the wide interest aroused 
in railway construction in China, the 
exhibition attracted large crowds of 
spectators. 


Yellow River Bridge near 
Tungkwan 
It is announced that the Yellow River 
bridge which is under construction at 
Tsilicheng near Tungkwan to connect 
the Tatung-Puchow Railway with the 
Lung-Hai Railway, is expected to be 
completed in October, 1938. It will be 
a steel girder structure 915 ft. in length, 
and will form an important link in the 
network of communications in the 
Northwestern Provinces. 


ARGENTINA 


Extension of Railcar Services 
on State Railways 

In view of the successful results given 
by its new railcars on the North Central 
Argentine line, the State Railways 
administration has decided to extend 
the use of these vehicles to its Pata- 
gonian lines. One of these units will 


run in combination with the 
B.A.G.S.R. between Patagones and 


San Antonio Oeste. The scheduled 
time for this run (approx. 100 km.) is 
3 hr. 30 min. Each car has a capacity 
for 48 passengers. 


Combined Suburban Line and 
City Underground Tickets 


As from May 10, an arrangement 
came into force between the Central 
Argentine and B.A.G.S. Railways, and 
the new Buenos Aires underground 
C.H.A.D.O.P.Y.F. line, providing for 
the issue of reduced inclusive tickets 
between the local stations of these two 
broad gauge railways, in combination 
with the underground line. For ex- 
ample, passengers can travel by this 
means with the same ticket between 
La Plata (B.A.G.S.R.) and Tigre, the 
terminus of the C.A. electrified subur- 
ban line, by using the underground 
line which connects Plaza Constitucién 
(B.A.G.S.) and Retiro (C.A.) termini, 
thus avoiding the necessity of taking 
separate tickets, as heretofore, at each 
terminus, besides obtaining an appre- 
ciable reduction on the inclusive fare. 
The new tickets are issued on the 
B.A.G.S.R. at all stations between 
Barracas and La Plata, Burzaco and 
Monte Grande, via .Temperley and 
Quilmes, including the circuit stations, 
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to all local stations on the C.A.R. as 
far as Tigre and km. 24, and vice versa. 
The return half is available in each 
direction up to the last train on the 
day following the date of issue. 


UNITED STATES 


Suburban Trains on San Francisco 
Bridge 


The great San Francisco—Oakland 
bridge has been opened to highway 
traffic, and the work of equipping it for 
the conveyance of suburban trains—for 
passengers whose access to the city has 
heretofore been exclusively by ferry—is 
now in hand. Two electric railways 
the Key System and the Interurban 
Electric line (the latter owned by the 
Southern Pacific Railway)—both of 
them serving an extensive suburban 
area across San Francisco Bay—will 
use the tracks on the bridge and the 
station facilities now being constructed 
at the San Francisco terminus. 

The new station is of the loop type 
of track construction with six platform 
roads, and with platforms capable of 
accommodating 10-car trains. With 
trains operated (on the double line) at 
35 m.p.h. and 63 sec. intervals, 
it is expected that it will be possible to 
deal with a maximum of 48,000 
passengers an hour. The Interurban 
Electric System uses current at 
1,200 V., and its trains will receive 
their power from an overhead contact 
system; whilst the Key System (using 
600 V.) will take its power from a third 
rail. Since the bridge is not built for 
heavy main line rolling stock, long- 
distance passenger services of the 
Southern Pacific will terminate at Oak- 
land as at present, passengers com- 
pleting their journeys to San Francisco 
by ferry. The bridge is the project of 
a public authority, and the railways 
will use it as tenants, paying an initial 
toll of 14d. per passenger (the rate tc 
be increased or reduced later depending 
upon the volume of traffic which 
develops) 


SPAIN 


The Santander-Mediterraneo 
Railway 


This railway, which was constructed 
by British interests some years ago, 
operates within the territory which has 
been from the beginning of hostilities 
under the control of General Franco. 
It is reported that negligible damage 
has been suffered by the company’s 
property and normal train services have 
been running almost without interrup 
tion. Traffic receipts declined in the 
early months of the war but are now 
exceeding those of the corresponding 
period of last year. The military 
authorities have made frequent use of 
the line and have paid promptly for 
the services rendered. [The financial 
obligations of the Spanish Government 
to this railway were referred to in the 
news columns of our issue of June 11, 
page 1132.—Ebp. R.G.] 
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The Railways of Germany 


Next week a party of members of the Institute of Transport is start- 
ing ona tour of the transport systems of Germany in place of the 
Institute’s annual congress ; the tour extends from June 26 to July 11 


O observant visitor to Germany today can fail to 
be impressed by the high degree of efficiency with 
which that great organisation, the Reichsbahn, is 

conducted. Probably the most impressive feature is the 
almost complete absence of out-of-date equipment, and 
the traveller coming from most of the neighbouring 
countries is at once struck with this feature. It is not 
merely that much of the equipment is new; an important 
contribution to the result is that what is not new is well 
maintained, and in many instances has been thoroughly 
modernised. That this policy has amply justified itself 
was demonstrated at the celebration of the German rail- 
way centenary at Nuremberg in 1935, when Dr. Dorp- 
miller referred to the remarkable economies, totalling about 
£2,000,000, which had been effected during the past decade 
as a result of the introduction of modern methods. More- 
over, the visitor will experience the efficiency of the 
German railways in his travels. He will find that the 
passenger train services have been greatly accelerated 
of recent years, but that their punctuality has not been 
impaired thereby. It is rare to experience delays on the 
way, but, when a train is late, a circumstance due chiefly 
to frontier delays, much if not all of the time is usually 
made up before the destination is reached. 


Area and Population 


Germany, which has roughly twice the area of Great 
Britain and Northern Ireland, has about 1} times the 
population. The latter is unevenly divided, the principal 
industrial areas being the Ruhr, Berlin, Saxony, Northern 
Bavaria, and Upper Silesia, while East Prussia is chiefly 
agricultural, with a much less dense population. The 
inland transport system of Germany in order of importance 
consists of the railways, inland waterways, road trans- 
port, and air services. The railways still convey over 75 
per cent. of the goods traffic, and 90 per cent. of the 
passenger traffic of the country. Perhaps the most 
remarkable feature of the modern German railway system 
is the completeness with which unification has been 
achieved, bearing in mind the piecemeal way in which 
the lines were promoted and built, partly as State rail- 
ways by the many different States constituting the German 
Empire, and partly as private railways. Germany has 
for so long been regarded as the great exponent of State 
railway operation, that it is somewhat surprising to find 
not merely a lack of Government interest but even an 
official coldness towards railways in early years. 

For two reasons it is difficult to speak with any great 
precision of the early days of railways in Germany. One 
is that, until after the formation of the modern German 
Empire following the Franco-Prussian war of 1870, the 
term Germany was applied to the German-speaking parts 
of the loosely-knit Holy Roman Empire; and, after the 
final defeat of Napoleon, to the 39 sovereign states which, 
in 1815, formed themselves into a Germanic Confederation, 
including the German part of the Austrian Empire. The 
other reason is that, within the wide confines of these 
early empires, railways have been developed as an adjunct 
to mining during some seven or eight centuries. This 
phase of railway evolution has been dealt with fully in 
a series of articles, by Mr. Charles E. Lee, now appearing 
in our columns. 


Within the territorial limits of modern Germany, how- 
ever, there is no doubt that the pioneer of the modern 
power-operated public railway for the conveyance of both 
passengers and goods was the famous Ludwigsbahn 
between Nuremberg and Fiirth. It was, of course, the 
centenary of this line which was celebrated * in Germany 
two years ago. As with many of the early English rail- 
ways, the Ludwigsbahn was promoted primarily to serve 
local needs, and the idea of a canal gave place to that 
of a horse tramway. Very little help was forthcoming 
from the Bavarian Government, excepting the moral 
support afforded by a decision of July 10, 1833, of the 
Government to buy two shares in the proposed company. 
After the requisite capital had been subscribed, the project 
was formally laid before Ludwig I, King of Bavaria, 
who gave his Royal Assent on February 19, 1834, with 
the condition that the line was to be built within five 
years. 

Despite the fact that there was no expropriation law 
in Bavaria at that time—it was passed in 1837 


—the promoters succeded in overcoming difficulties 
with, and exorbitant demands from, landowners, 
and the railway was opened’ between Nurem- 
berg and Fiirth on December 7, 1835. English con- 


structional practice had been adopted in many respects, 
and the decision had been taken to use steam locomotives. 
The first engine was ordered from Robert Stephenson & 
Co., and was despatched on August 27, 1835. It arrived 
at Nuremberg on October 26, and was named Der Adler 
(The Eagle). This locomotive headed the inaugural train 
and continued to work regularly; it was joined in the follow- 
ing year by another Stephenson-built engine, Pfeil 
(Arrow), but all subsequent locomotives were ordered in 
Germany, beginning with one built by Henschel at Kassel 
in 1851. 

The Bavarian Railways Act was passed on Septem- 
ber 28, 1836, and Bavaria decided that all railways in that 
State should be built to Stephenson’s (4 ft. 84 in.) gauge. 
Meanwhile, a number of other railway schemes had been 
sanctioned in various German States, and on April 24, 
1837, the first Saxon railway (Leipzig-Alten) was opened. 
The first Prussian line, between Berlin and Zehlendorf, 
was brought into service on September 22, 1838, and the 
3erlin-Potsdam line completed and opened throughout on 
October 29 of the same year. It was not until Decem- 
ber 1, 1838, that traffic began on the first State railway in 
Germany, namely, that between Brunswick and 
Wolfenbiittel. 

State Ownership 

Policy regarding State ownership and operation of rail- 
ways varied considerably as between one State and another. 
As regards Prussia, the railways in the richer and more 
developed districts were originally private railways, and 
the State had to undertake building lines in the poorer 
districts, chiefly east of Berlin. In 1842 a Law was passed 
in Hessen (or Hesse-Darmstadt) authorising the estab- 
lishment of State railways; Wiirttemberg followed in 1843, 
and opened its first line—between Cannstadt and Unter- 
tiirkheim-—on October 22, 1845. The first State railway 





* See THE Raitway Gazette of July 26, 1935, and Decem- 
ber 13, 1935. 
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in Bavaria was opened (between Nuremberg and Bamberg) 
in August, 1844, and two years later that country adopted 
as a principle State railway ownership. 

Many difficulties were experienced in securing powers 
to join important centres by railway when the intervening 
course traversed the territories of a number of small self- 
governing States, and, had it not been for the existence 
of the Zollverein (customs union) headed by Prussia, such 
lines would have been very difficult to work even had they 
been built. For example, the construction of the Berlin— 
Hamburg railway, which was authorised in 1845, involved 
concessions from Prussia, Liibeck, Hamburg, and Den- 
mark (the last named, as the King of Denmark was then 
also the ruler of:the Duchy of Lauenburg). 


State Frontier Problems 


The country around Frankfort-on-Main, then a free 
city, presented an extraordinary complication of frontiers. 
Frankfort had hoped to regain its medieval trade ascen- 
dency, diminished by its opposition to the Prussian cus- 
toms policy, by becoming the centre of important railway 
lines. Their construction was particularly slow on account 
of political conditions, in which the disagreements among 
royal and ducal families played a great part. The line 
from Frankfort to Wiesbaden passed through three states, 
and the discussions over it lasted as many years. This, 
however, was expeditious work compared with that in- 
volved by the short Frankfort—Homburg line. Fourteen 
years of negotiation elapsed and still one principality, 
Hesse, would not agree, as it was afraid that a railway 
to Homburg would enable that town to harm the business 
of its own spa, Bad Nauheim. At length, the railway 
was constructed outside Hessian territory. Even after 
1871 some difficulties remained; for years all passenger 
trains had to stop at Offenbach in consequence of an 
agreement made in 1868 between Prussia and Hesse, and 
expresses from Frankfort to Hanau had to be routed 
another way. 

After the formation of the German Empire, Bismarck 
tried to acquire all the railways of the Empire as a single 
unit, but the opposition of the States prevented this and 
led to some of the States taking over their private rail- 
ways. Bismarck then arranged during the following years 
for the Prussian Government to take over the private 
railways in Prussia and consolidated the whole of the 
Prussian railways into a State railway system. The 
reasons given were partly military and partly based on 
the need to improve by unification the efficiency of the 
railways which were then at a low ebb and the subject of 
many complaints. The Prussian railway unit thus formed 
was so much more important than any of the other 
German railways that in fact it was able to dictate German 
railway policy as a whole. Uniform signalling regu- 
lations were introduced at the beginning of 1875; a per- 
manent commission on rates and fares was appointed in 
February, 1878; and, in June, 1878, uniform standards 
were adopted for the construction and equipment of main- 
line railways. Uniform traffic regulations for all German 
railways were introduced in November, 1892, and on 
April 1, 1893, an important improvement came into force 
with the adoption of Central European Time (M.E.Z.). 


The Reichsbahn] 


On April 1, 1920, under the provisions of the Weimar 
Constitution, the various State-owned railways were 
amalgamated into a single system, operated by the Central 
Government. In November, 1923, the combined system 
was reorganised into a commercially-managed unit, in- 
dependent of the Government budget, as one of the 
measures necessary for the stabilisation of the German 
currency. The status of the new undertaking, known as 
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the Reichsbahn, was confirmed on February 12, 1924. 
In October, 1924, under the Dawes plan, the German 
State Railway Company was formed under a scheme 
which provided that a substantial proportion of Germany’s 
reparation payments should be found from the net revenue 
of the Reichsbahn, the capital charges of which had been 
wiped out by the inflation, and from the transport tax 
on the traffic of the German railways. In 1930, when the 
Dawes plan came to an end, the railways practically 
became State railways though still administered with a 
separate budget and financial autonomy by a board 
nominated by the German Government. At the beginning 
of the present year (1937), Herr Hitler announced that 
the undertaking was once more placed under the ex- 
clusive authority of the German Reich, and now forms 
part of the Ministry of Transport, with the name Deutsch« 
Reichsbahn. 

Up to 1933 the organisation of the Reichsbahn into 
local district managements was based mainly on the 
political boundaries of the different States. There were 
30 such districts all of which reported direct to head- 
quarters, except six in Bavaria which were grouped for 
administration. These territorial divisions have lost their 
special significance, and at present the Reichsbahn is 
divided into 27 districts, shortly to be reduced to 26. 


Private Railways 

As regards the private railways, the German Govern- 
ment has taken over the rights of expropriation previously 
held by the States. No date for expropriation was 
specified and, in fact, the private railways, with a few 
special exceptions, have not been taken over, but quite 
recently the then Minister of Posts and Transport ex- 
pressed the view that the State or the Reichsbahn might 
take over the private railways gradually on equitable 
terms. The Reichsbahn has the first right to all new 
railway construction of general interest. 

The most important of the private systems is the 
Liibeck-Biichen Railway, which was formed in 1850, and 
opened between the points named in its title on Octo- 
ber 15, 1851. It soon became evident that the traffic to 
Hamburg (via Biichen) was by far the most important, 
and the company therefore opened a direct Liibeck- 
Hamburg line in 1864. The Travemiinde branch, which 
completes the system as it now stands, was opened in 
1882. Within the last few years the company has shown 
considerable enterprise in improving its passenger 
facilities. On May 15, 1934, it established a greatly- 
accelerated service with a two-coach steam railcar built 
by Henschel & Sohn, and equipped with a Doble high- 
pressure steam generator and a high-speed steam engine. 
A logical extension of the company’s enterprise in the 
development of modern steam traction was seen just over 
a year later when the company decided to introduce 
a push-and-pull train consisting of a double-deck stream- 
lined articulated coach and a 2-4-2 superheated tank 
locomotive.* Two of these trains were placed in service 
on April 7, 1936, and since that date have been working 
continuously and satisfactorily. 


Passenger Accommodation 


German trains have long had the reputation of cleanli- 
ness and, at least in the first and second classes, comfort, 
a reputation well maintained today. Third class, as on 
most Continental railways, is cheaper than anything in 
this country, except special excursions, but the accommo- 
dation is usually of a more Spartan type. Beginning in 
1934, however, a programme of upholstering third class 
carriages was taken in hand. For many years there were 





* See THE Raitway GAzeETTE of January 31, 1936, page 212; 
May 22, 1936, page 1003; and April 16, 1937. 
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four classes in Germany, the fourth class providing more 
standing room than seats—actually when this class was 
introduced in Baden in May, 1848, no seats were avail- 
able, but in later years simple seats of wooden slats were 
fitted throughout Germany. On October 27, 1928, the 
German State Railway abolished the fourth class and 
introduced the two-class system of second and third on 
most of its trains, retaining first class only on the 
principal expresses. At the present time most of the 
last-named are equipped with restaurant cars, and those 
that travel by night with sleeping cars. In the former, 
not only table d’hote but 4 la carte meals can be obtained, 
and in the latter, light refreshments also are always avail- 
able. All sleeping car trains provide first and second 
class accommodation, and some third class also. 


Goods Transport 


It is not only the passenger who fares well on the German 
railways, his goods are also punctually and quickly trans- 
ported. Goods trains are now all continuously braked, 
a development that has made possible the raising of their 
average speeds to a high level. Intermediate stops have 
been reduced in number by the institution of fast light 
pick-up goods trains, some of them operated by diesel vans. 
The Reichsbahn is an extensive user of road-rail containers, 
and a recent return showed the stock at 16,250. 


Special Charges Borne by Railways 

The Reichsbahn has to bear certain charges for personnel 
which do not fall on its competitors and which owe their 
origin largely to political causes. Due to the compulsory 
inflation of personnel at demobilisation, partly owing to 
the absorption of railway refugees from ceded areas, the 
extra annual cost of pensions involved by the subsequent 
reduction of personnel was calculated to be £11,300,000 
in 1930. It was estimated that this cost would continue 
to rise till 1946, after which it would diminish. Moreover, 
changes in the categories of employees for political reasons 
have resulted in an extra annual cost of £3,150,000. All 
traffic on the German railways, including the private rail- 
ways (except coal, railway service traffic, and military 
traffic, which are tree of tax), has to bear a transport tax 
varying from 7 per cent. to 16 per cent., and amounting 
on the lines of the Reichsbahn to over £16,000,000 in 
1929 and to £10,800,000 in 1935. The transport tax on 
railway traffic in 1913 amounted to £1,890,000. Moreover, 
apart from meeting transport requirements, the railways 
are regarded as an instrument for providing employment, 
not only by granting specially reduced rates to help em- 
ployment schemes, but by placing orders for materials and 
rolling stock and undertaking works involving direct em- 
ployment beyond commercial railway requirements. Some 
62,000 temporary summer workers were given employ- 
ment on these grounds throughout the winter of 1933; 
30,000 in 1934; and 15,000 in 1935. 


Electrification 

German railway electrification may be traced back as 
far as the experimental Siemens line at Berlin in 1879, 
but it was not until 24 years later that the first section 
of what is now the Reichsbahn was electrified, this being 
part of the Berlin suburban system converted to the 800- 
volts d.c. system and brought into service between Berlin 
and Lichterfelde-East on June 15, 1903. In the same 
year experiments began on the celebrated trial section 
between Marienfelde and Zossen, and after many modi- 
fications to the three-phase locomotives and motor-coaches, 
speeds up to 130 m.p.h. were attained. Apart from the 
143 m.p.h. of the Kruckenberg car, this rate has never 
again been equalled. The nucleus of the present 15 kV. 
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single-phase system originated before the war in the 
Dessau-Bitterfeld area, and by the end of 1914 there were 
electrified sections in Silesia and Bavaria as well as in 
Central Germany, and since that date further main-line 
electrification has taken the form of extensions to these 
networks. The Wiesental line from Basle was electrified 
in 1913; the Hamburg suburban lines from 1908 to 1924; 
and last year another technical step was made by the 
conversion of the heavily-graded Héllental route to single- 
phase at a periodicity of 50 cycles and a tension of 20 kV. 
From 1903 onwards to 1933 the electrification of the Berlin 
Stadt, Ring, and Vorortbahnen was steadily advanced. 

Many locomotive types have been tried on the single- 
phase lines, all the earlier classes, beginning with the 
curious designs of the Prussian State Railways for the 
Bitterfeld line, having rod drive. The most recent 1-Co-1 
and 1-Do-1 types, with individual axle drive, are charac- 
terised by very light weight per unit of power, and still 
further progress is being made in the 1-Do-1 unit with a 
one-hour rating of 5,000 h.p. which is being built for use 
on the Leipzig—Nuremberg line, now under conversion. 
Twin-car articulated rakes, some suited to a top speed 
of 100 m.p.h. and others to 75 m.p.h., are in service on 
the Bavarian division. 


Railcar Operation 


Steam and battery railcars were at work in Germany 
25 to 30 years ago, and even diesel cars: had a short 
spell in operation in 1913-14, but these vehicles had little, 
if any, influence on post-war practice. Petrol railcars 
were introduced before the formation of the Reichsbahn 
in 1924, and in that year the first of the long line of 
150/175 b.h.p. Maybach diesel-mechanical cars was put 
into traffic. It was the slump of 1930-31 which led to 
the rapid advancement of railcar traction, beginning 
with an increase in the number of 175 b.h.p. cars, the 
development of that design into 210 b.h.p. vehicle, and 
the evolution of a standard 400 b.h.p. diesel-electric car 
which could pull a trailer and operate in dense inter- 
urban traffic. A further step began in 1932 with the 
construction of the celebrated Flying Hamburger, and 
streamlined twin- and triple-car sets now operate the 
majority of the really fast services, such as the business 
trains to and from the German capital and Hamburg, 
Cologne, Frankfort, Leipzig, Munich, and Breslau. The 
end-to-end speed of these sets is of the order of 72-77 
m.p.h., and intermediate start-to-stop bookings are as 
high as 82 m.p.h. 

Although these super-speed Schnelltriebwagen receive the 
most publicity, smaller cars deal with a vast amount of 
lucrative traffic on branch lines, interurban routes, and 
with slow main line trains. There are vehicles of 150, 
175, 200, 300, 400, and 560 b.h.p. to virtually standard 
designs, but owing to the necessity of the Reichsbahn 
fostering German industry as a whole they have a variety 
of engines and transmissions. The small four-wheeled 
cars of 150 b.h.p. average 170 miles a day, the 200 
b.h.p. size 220 miles a day, and the 400 b.h.p. models 
about 265 miles. Even including the spare rakes, the 
Schnelltriebwagen average 345 miles a day, and the pro- 
portion of sets held in reserve is somewhat high owing 
to the small number of trains yet in service. About 90 
per cent. of all the Reichsbahn railcars are propelled by 
diesel engines, the only other type of modern vehicle being 
the Doble steam car, of which there are both four- and 
eight-wheeled patterns. 


Steam Locomotives 


Despite notable progress in diesel and electric traction, 
the steam engine has not been neglected, and the latest 
standard types are as efficient in operation as any to be 
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found elsewhere in the world. Based upon service tests 
the claim has been made that an overall thermal efficiency 
as high as 10 per cent. is achieved by the latest com- 
pound locomotives working at the high pressure of 355 Ib. 
per sq. in. The Reichsbahn has also claimed the highest 
speed so far achieved by a steam locomotive, namely, 
119 m.p.h. by a streamlined 4-6-4 on the Berlin—Hamburg 
line. During the last few years large numbers of standard 
locomotives have been built for the Reichsbahn, and most 
of the principal fast main-line trains are now hauled by 
one or other of the two very efficient standard Pacific 
types. In general they are of similar design, but one, 
the 03 series, is slightly smaller than the other (01 series) 
to enable it to work over lines incapable of withstanding 
the heavier and more powerful type. Very similar in main 
dimensions to the Pacifics are the standard 2-8-2 passenger 
engines, the essential difference being in the wheel arrange- 
ment and the slightly smaller diameter of the coupled 
wheels. These locomotives are used chiefly on the more 
heavily graded sections. Standardisation in Germany has 
not cramped design, as is obvious from a study of its 
development, but it has ensured the use of the components 
proved by practice to be the best, and of uniform pattern 
wherever possible. This is exemplified by the 02 and 04 
series, similar in general design to the 01 but having four 
compound cylinders, and the latter differing from the 
former in having a working pressure of 350 Ib. per sq. in. 
The other main types standardised by the Reichsbahn for 
multiplication are 2-6-0 for local passenger traffic, 2-10-0 
for heavy goods, and a range of tank engines from small 
0-6-0 and 2-4-2 to very large 4-6-4 and 2-10-2. There 
is an obvious family likeness between every one of these 
various standards. 


Permanent Way 

With the development of faster and consequently heavier 
moving loads the civil engineering departments have kept 
pace by standardising a type of permanent way well up 
to present and future requirements. Flat bottomed rails 
weighing 98 lb. per yd., and secured to substantial sole- 
plates independently of the fixing of the latter to the 
sleepers, provide a track which incorporates the virtues 
of the British standard bull-headed type without the 
latter’s disadvantages. Ample drainage and ballast is a 
feature of the German permanent wav; and although in 
initial cost it may be expensive, there can be little doubt 
that the reduction in maintenance charges is sufficient to 
justify this. Certain it is that a remarkably smooth run- 
ning track is provided for any traffic placed upon it. 
Thirty-metre (98-ft. 5-in.) rails have been standard for 
some years in Germany, and experimental lengths are in 
existence of rails welded to 60, 75, and even 125-m. 
lengths, all of which appear to have given complete satis- 
faction. 


Signals, Telegraphs, and Telephones 

The signalling appliances on the German railways are 
of first class construction and are excellently maintained. 
Interlocking was not introduced till the late ’sixties, but 
its advantages were then quickly appreciated. The upper 
quadrant semaphore has been used from the beginning; 
distant signals are still of the disc pattern, but an arm has 
been added to provide a third indication on many of the 
principal routes in recent years, and warning approach 
boards are used. The compensated double-wire system 
of operation is used for both signals and points, although 
some rod working for the latter survives in the south. 
All points are trailable. Shunting is largely governed by 
shunting prohibition signals and point indicators, and in 
consequence there is practically no interlocking between 
point levers. The locking mechanism in mechanical 
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installations is moved by the aid of route handles, with 
which the block apparatus is combined, and electric route 
locking is largely used in place of facing point bars. 
Electric power signalling was introduced in 1896 and has 
made rapid progress. Of the Reichsbahn’s 17,800 signa! 
boxes, 1,250 are electric, and 50 electro-pneumatic. The 
latest have the multiple-row type of locking frame. Space 
interval in block working is invariably employed, tele- 
graphic block being used on lines of light traffic and 
lock-and-block elsewhere. Automatic signalling is used on 
the Berlin and Hamburg elevated lines, the Berlin Stadt- 
bahn, and the Barmen-Elberfeld suspended railway. 

Automatic train control of the inductive type has been 
installed on several of the principal routes, incorporating 
speed control and absolute stop features. Train stops 
are in use on the Berlin local lines, and the optical system 
on the Berlin-Stettin line. The Morse telegraph is ex- 
tensively used and the Hughes apparatus to some extent, 
as well as high speed printers and the carrier wave 
system. There is a certain amount of wireless com- 
munication also. The telephone system is very complete 
and there are many automatic exchanges. Several im- 
portant hump yards are equipped with automatic point 
working and rail brakes. The signalling of certain 
secondary lines has been improved during the last few 
years to allow of faster speeds; on others the so-called 
simplified system is used. Level crossing warning light 
signals are being increasingly installed. A high standard 
of safety is one of the characterstics of the German rail- 
ways, and in 1936 only two passengers were killed in 
train accidents. 

The Rail and Road Position 


It is clearly the intention of German transport policy 
not to allow unrestricted competition between road and 
railway, but, in the words of Herr K®énigs, to enable 
motor transport ‘‘ not only to provide such transport as 
is intrinsically remunerative on a purely commercial basis, 
but also in common with the Reichsbahn to serve thinly 
populated areas better than hitherto, and provide trans- 
port where there is no economic justification for railway 
communication.’’ In October, 1931, by an Emergency 
Decree, licensing was introduced for road motor goods 
transport operating over 50 kilometres, except ancillary 
traffic. Motor transport rates were prescribed correspond- 
ing to the higher class rates on the railways and, as a 
counterpart, the railways had to discontinue their special 
competitive rates. This legislation failed owing to the 
impossibility of effectively controlling the charges of road 
transport operators. In June, 1935, therefore, a law was 
passed under which all goods transport operators (except 
ancillary users) working outside a radius of 50 kilometres 
were obliged to join a public corporation known as the 
Reichs-Kraftwagen-Betriebsverband, which was formed in 
October, 1935. 

Rates are fixed in agreement between the Reichsbahn 
and this corporation, with the approval of the Minister 
of Transport. All payment for transport is made by users 
direct to the corporation and not to the operator. The 
corporation makes some deduction for expenses and retains 
certain of the charges for developing non-paying services. 
The first road transport tariffs under this Act came into 
force on April 1, 1936. They were based closely on the 
four higher classes of the railway goods tariff, with per- 
mission to use three lower classes by agrement between 
the Reichsbahn and the corporation in cases where this 
is necessary to obtain complete loads. In addition to the 
standard tariffs, about 100 railway exceptional tariffs are 
also taken over for road transport. The distinction 
between short distance and long distance transport would 


(Text concluded on page 1173) 
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Seenes 
on the 
German 


Railways 


Right : Diesel railcar outside Cologne station in 
an impressive setting with the famous twin spires 
of Cologne cathedral as a prominent background 


Below : The Flying Hamburger (left) and the 
express steam railcar for Lubeck (right) along- 
side in Hamburg station 
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Re-aligning of tracks at Cologne (Deutz). The famous cathedral and Hohenzollern bridge may be seen in the background 
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Above : The famous Hohenzollern rail and road bridge across the Rhine at Cologne as it is now. Below: View looking 
towards Deutz of the 1859 Rhine bridge which was replaced by the Hohenzollern bridge in March, 1911 
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Right: Arrival of electric train 

from Munich at Garmisch- 

Partenkirchen in snowy 
weather 






Right : This dog is obviously happy 

in the special compartment provided 

by the German State Railway for 
him and his colleagues 
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Left: The Miingstener bridge 


near Solingen 
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Single-phase overhead construction on the Wiirttemberg section of the German State Railway. The method of suspension 
shown has been adopted as standard for quadruple-track open-line sections on the 15-kV. 162 cycles single-phase system 
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Signal gantry on a section of electrified line, German Work on the overhead conductor wires on an electrified 
State Railway section in Bavaria 
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Left: Second class interior of 
one of the new German diesel- 
electric high-speed trains as used 
for 70-77 m.p.h. services between 
Berlin and such cities as Cologne, 


Hamburg, Frankfort, and Breslau 


Right : Hook of Holland 
to Munich express enter- 
ing Cologne headed by 
a Bavarian type 4-6-2 
four-cylinder compound 


locomotive 





The new station at Oberhausen, German State Railway. The restrained and modern lines of the building are 
seen to the best advantage by reason of the generous open area in front 
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Special observation electric railcar on a scenic route in the Bavarian Alps. This glass- 

roofed vehicle has no sunshine roof as fitted to the diesel car illustrated below, as there 

are two heavy pantographs to be carried by the roof structure. The car seats 
72 passengers and weighs 49 tons 





Example of upholstered third class compartment being 
adopted as standard by the German State Railway. On 
October 27, 1928, the German State Railway abolished the 
fourth class. Second and third class are used on most trains 
and first class is retained only on the principal expresses 


This diesel-mechanical double-bogie railcar is powered by 
two 180 b.h.p. D.W.K. engines. It is used for scenic trips 
in the Rhineland and certain mountain districts, and, to 
permit of its being transferred rapidly from one district to 
another, has a cruising speed of about 70 m.p.h. 
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Left: Suspended 
electric train run- 
ning above the River 
Wupper. This line, 
the famous Barmen- 
Elberfeld Railway, 
was built on the 
Langen system and 


opened in 1900 





Right : 2,950 
h.p. __ single- 
phase express 
electric loco- 
motive with 
nose - suspen- 
ded = motors, 
German State 
Railway 
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Standard 210 b.h.p. Maybach-Wumag diesel-mechanical car belonging to the Reichsbahn 
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German State Railway express bus on the new motor road from Frankfort-on-Main to Mannheim and Heidelberg 


(Text concluded from page 1164) 


seem to be broadly justified as a rough and ready division 
of function. In cases where road transport is allowed to 
provide alternative service for traffic normally appertain- 
ing to the railway, the German system seems to be 
directed simply to raising road charges to equal railway 
charges. 

The total number of vehicles involved in long-distance 
road transport for payment is not so great as might be 
expected, namely, 12,000 excluding trailers, in the hands 
of 9,000 owners. Of these vehicles, 2,000 are furnitur: 
vans which are conditionally excluded from the arrange- 
ment, and apparently the owners of a large number of 
vehicles have decided not to continue long-distance work 
but to try the harder job of earning a living on short- 
distance work, so that at the beginning only some 
6,000 to 8,000 vehicles, mostly of high capacity, are 
involved. 

[t is recognised in Germany that no system of co-ordina- 
tion involving independent road transport will prove satis- 
factory unless the operators are unified under far-reaching 
control of a single organisation. If the system now on trial 
does not work in spite of the comparatively small number 
of road vehicles involved, it will be but a small step to 
institute a combined road and rail monopoly for all long- 
distance public land transport. 

In conclusion, it should be emphasised that conditions 
on the German railways are scarcely comparable with those 
encountered on the railways of this country. Normally 
the traffic density is considerably less, and the long custom 
of the German peopie to organisation and the orderly con- 
duct of everyday movements facilitates the high degree 
of efficiency generally to be found on the railways of that 
country today. 


Cleaning and polishing 


main-line rolling stock 
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Left to right: M. Cambournac (Nord), Henry-Gréard (P.O.-Midi), Leclerc du Sablon (P.O.-Midi), Lord Rockley (S.R.), . Mugniot (P.L.M. 
Le Besnerais (Nord), Sir Nigel Gresley (L.N.E.R.), Baron E. de Rothschild (Nord), MM. Ghilain (Belgian National Railways and Genera 
scretary, I.R.C.A.), Bedouce (French Minister of Public Works, at the microphone), Pellarin (Est), Rulot (Belgian National Railways and 
President, I.R.C.A.), Surleau (A.-L.), De Boysson (P.O.-Midi), Grimpret (French Ministry of Public Works), D. Vickers (L.M.S.R.) 


Plenary Session of the International Railway Congress at Paris, May 31 to June 11, 1937. The concluding business 
proceedings of the congress are reported on pages 1178-9 

















One of the new L.N.E.R. 
streamlined locomotives, 
built for the Corona- 
iion expresses to run 
between King’s Cross 
and Edinburgh. The 
illustration on the left 
shows the Hon. Vincent 
Massey, High Commis- 
sioner for Canada, un- 
veiling the nameplate at 
King’s Cross 


(See article on page 1184) 
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RAILWAY 


PERSONAL 


Sir Robert Horne, Chairman of the 
Great Western Railway, who received 
a Viscounty in the Coronation Honours 
(see our issue of May 14), has chosen 
the title of Viscount Horne of Slam- 
annan, in the County of Stirling. 

Sir John Cadman, a Director of the 
Great Western Railway, who, 
as recorded in the same issue, 
was made a Baron in the Coro- 
nation honours, has taken the 
title of Baron Cadman of Silver- 
dale, in the County of Stafford. 

Lt.-Col. Edwin C. Cox was 
received by the King at 
Buckingham Palace on June 10, 
and invested with the insignia 


oa Ce, Mr. Joshua 
Scholefield, K.C., and Mr. 
William Valentine Wood were 


knighted by the King at Buck- 
ingham Palace on June 11. On 
the same date Mr. Eustace J. 
Missenden and Mr. Charles 
Parker were invested with the 
insignia of the O.B.E.; and 
Mr. Walter Enves and Mr. 
George Robertson were invested 
with the insignia of the M.B.E. 

Mr. P. C. Dewhurst, Chief 
Mechanical Engineer of the 
Central Uruguay Railway, will 
be in this country on leave for 
the next two or three months. 


Mr. R. M. Holland-Martin, 
C.B., Chairman of the Southern 
Railway, has become a member 
of the British Management 
Council as a representative of 
the Office Management Associa- 
tion, of which he is President. 
Mr. Holland-Martin has been 
elected Chairman of the Con- 
gress Committee of the Council, 
which will be held responsible 
for British participation in the 
Seventh International Management 
Congress to be held in Washington in 
September, 1938. 


Baron Emile B. d’Erlanger has been 
elected Chairman of the Beira Railway 
Company in succession to the late Sir 
Henry Birchenough, whose death we 
recorded on May 14. Mr. D. O. 
Malcolm has been elected to the board. 

Sir Edmund Davis, Mr. Dougal O. 
Malcolm, and Mr. Libert Oury, have 
been elected Directors of Rhodesia 
Railways, Limited. 


Mr. C. E. Rooke, F.R.S.S., M.Inst.T., 
Traffic Manager of the Tanganyika 
Railway, has been appointed Chief 
Traffic Superintendent of the Nigerian 
Railway. 
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Mr. Gilbert Savil Szlumper, C.B.E.., 
who, as announced in our issue of June 
4, has been appointed to succeed Sir 
Herbert Walker, K.C.B., as General 
Manager of the Scuthern Railway from 
October 14 next, is the only son of the 
late Mr. A. W. Szlumper, C.B.E., 
formerly Chief Engineer of the Southern 
Railway. Mr. Gilbert Szlumper was 





Mr. Gilbert S. Szlumper, C.B.E.., 
Appointed General Manager, Southern Railway, 
from October 14 next 


born in 1884, and was educated at 
King’s College School and the Engineer- 
ing Faculty, King’s College. He became 
asscciated with the London & South 
Western Railway in 1901, when he 
began a term of professional training 
under the late Mr. J. W. Jacomb Hood. 
then Chief Resident Engineer. On the 
completion of his training he had a 
varied experience in the Engineer’s 
Department, undertaking several 
special investigations and being Resi- 
dent Engineer on a number of works 
executed without a contractor. He was 
appointed Chief Assistant to the Central 
District Engineer in 1910. In 1913 he 
was appointed Resident Engineer in 
charge of the trackwork, &c.. of the 


London & South Western Railway 
electrification scheme, and also the 
Hampton Court flyover line. In 
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February, 1914, he was appointed 
Assistant to the General Manager (Sir 
Herbert Walker), and acted as Secre- 
tary to the  then-secret Railway 
Executive Committee. During the war 
his chief work was the Secretaryship 
of the Railway Executive Committee, 
until in 1919 he returned to the London 
& South Western Railway service as 
Deputy Docks and Marine 
Manager at Southampton. At 
the end of 1920 Mr. Szlumper 
succeeded Mr. T. M. Williams 
as Docks and Marine Manager, 
London & South Western Rail- 
way Company and in June, 1923, 
became Docks and Marine Mana- 
ger for the whole of the Southern 
Railway. On May 1, 1925, hewas 
appointed Assistant General 
Manager and also retained until 
1927 the position of Docks and 
Marine Manager. Mr. Szlumper 
has been a_ keen Territorial 
soldier for many years, and in 
recognition of this and his rail- 
way work was appointed Rail- 
way Transport Officer in 1914, 


being Senior R.T.O. of the 
Army; he was promoted to 
Major in 1916, and to Lieu- 


tenant-Colonel in 1928. He 
received the Territorial Decor- 
ation in 1921. On the _ for- 
mation of Railway Air Services 
Limited in 1934, Mr. Szlumper 
was elected a Director; he is 
also a Director of the East Kent 
Light Railway, and several of 
the omnibus companies associ- 


ated with the Southern Rail- 
way. 
Mr. L. H. K. Neil, whose 


appointment as Assistant Con- 
tinental Traffic Manager, 
L.N.E.R., was announced in 
these columns last week started 
his railway career with the 
Great Eastern Railway in the 
Chief Accountant’s Depart- 
ment at Liverpool Street in 1908, 
where he remained for five years. He 
was then transferred to the department 
of the Goods Manager, and was sent 
out on the system for a period of 12 
months to gain experience at the prin- 
cipal goods stations. Upon returning 


to headquarters Mr. Neil passed 
through various offices in the Goods 


Department, and upon the fusion of 
the Passenger and Goods Departments 
under a Traffic Manager, served in a 
number of offices dealing with passenger 
traffic. In 1915 Mr. Neil took a com- 
mission in a line regiment of the Terri- 
torial Army, and in 1917 was seconded 
to the Railway Transport Establish- 
ment. After serving at a number of 
triages and chief traffic offices in 
France, he went to the headquarters of 
the Directorate of Railway Traffic, from 
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which he was demobilised in 1919 with 
the rank of Captain. Afterthe Armistice 
Mr. Neil returned to the Department of 
the Commercial Manager of the Great 
Eastern Railway, and on completion of 
about 18 months in the Goods Rates 
Office, was in March, 1921, appointed 
Chief Assistant to the General Conti- 
nental Agent of the G.E.R. in Paris. 
Following amalgamation he was 
appointed, in April, 1924, as the Agent 
of the London & North Eastern Rail- 
way in Brussels. In June, 1930, Mr. 
Neil returned to the headquarters of the 
Continental Department as Assistant to 
the Continental Traffic Manager. 
During the past seven years, and up to 
the time of his present appointment as 
Assistant Continental Traffic Manager, 
Mr. Neil has frequently deputised for 





Vr. L. H. K. Neil, 


Appointed Assistant Continental Trafti 


Manager, L.N.E.R 

the Continental Traffic Manager at the 
meetings of the International Union of 
Railways, and has also attended the 
meetings of the European Timetable 
and Through Carriage Conference. In 
1935 he Chairman of the Dutch 
section of the Continental Rail & Water 


was 


Carriers’ Conference, and has, from 
time to time, represented the Conti 
nental Traffic Manager at meetings of 


the council of that body. 


Mr. William, Richard Jones, who has 
recently retired from the position of 


Divisional Signal and Telegraph 
Engineer, Hunt’s Bank, Manchester, 


L.M.S.R., began his railway career at 


Crewe, where he served for ten years 
in the drawing office of the former 
London & North Western Railway 
Signal Engineer’s Department under 
Mr. A. M. Thompson. In 1901 he was 
placed in charge of the signalling 


throughout the Stafford and Birming- 
ham Districts, and five years later was 
transferred to Watford to take charge 
of the signalling, mechanical and elec- 


Division at Crewe. 
Member 
of Railway Signal Engineers, has been 
in the railway service over 50 years. 
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trical, of the London District. During 
that time he carried out the signalling 
in connection with the widening be- 
tween Camden and Watford. For 
twelve months prior to his appointment 
in 1929 as Divisional Signal and Tele- 


graph Engineer at Manchester, Mr. 
Jones was Assistant to the Signal 
Engineer of the L.M.S.R. Western 





Vr. W. R. Jones. 


Divisional Signal & Telegraph Engineer, 
Maichester, L.M.S.R., 1929 1937 





Mr. J. S. Brown, 


Assistant Advisory Engineer, London, South African 
Railways, 1929 -1937 


Mr. Jones, who isa 
of Council of the Institution 


Mr. J. S. Brown, who proceeded at 


the end of April on four months leave 
prior to retirement from the position 
of Assistant 


Advisory Engineer, 


June 18, 1927 


London, South African Railways, SI 
the whole of his career in the ser 
of that administration. He was tra 
in the S.A.R. Salt River worksh 
and was later employed in the dra\ 
office there on locomotive, carriage 
wagon design. In 1911 Mr. Brown 
appointed Chief Draughtsman, and 
1916 was transferred to London to 

Advisory Engineer’s Department of 

office of the High Commissioner 

South Africa, where in 1929 he aitain 
to the position of Assistant Advis 
Engineer. Pending the appointment 
a successor to Mr. Browa at Sou 
Africa House, Mr. W. H. Maass, fr 
South Africa, is acting in his place. 


We regret to 
June 15, in a 


record the death 





The late Mr. R. Brown, 


Assistant Accountant, L.N.E.R.. 
1936 1937 


Richard Brown, Assistant Accountant, 
London & North Eastern Railway. Mr. 
Brown received his early training in the 
Accountant’s Office of the former North 


Eastern Railway at Newcastle. In 
1912 he was placed in charge of a 


special section dealing with the Pension 
Society and other funds, and during 
1921-22 he was Secretary of the com- 
mittee of accountants of the L.N.E.R. 
constituent companies, appointed to 
examine arrangements involved in the 
amalgamation. Later, Mr. Brown was 
transferred to King’s Cross, and in 
February, 1928, was appointed Assis- 
tant to the Chief Accountant. His 
promotion to Assistant Accountant 
followed in January, 1936. Mr. Brown 
specialised in the revenue side of 
accountancy, and was an expert on 
pooling in all its branches. 





Mr. J. H. Follows, C.V.O., C:B.E., 
J.P., a Vice-President of the L.M.S.R. 
from 1927 to 1932, was on June 9 
elected President of the Derbyshire 
Football Association, in succession to 


nursing home, of M: 
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Mr. George Stevens, who has resigned 
the office after 44 years’ service. Mr. 
Follows is also a Director of Derby 
County Football Club. 

Sir Gerald Francis Talbot, K.C.V.O., 
C.M.G., a Director of the London & 
North Eastern Railway, has_ been 
appointed a representative of that com- 
pany on the Cheshire Lines Committee, 
in place of Mr. F. L. Steel, who has 
retired. 

LONDON TRANSPORT APPOINTMENTS 

The following changes in organisation 
have taken effect as from April 19:— 

Mr. H. C. Davy, Acting Treasurer, 
appointed Treasurer. 

Mr. R. P. Summers, Assistant Acting 
lreasurer, appointed Assistant 
[reasurer. 

Mr. A. L. Lunn, appointed Electrical 
Engineer (Generation), with the fol- 
lowing Assistants: Mr. C. L. Philips 
(Lots Road); Mr. S. W. Corns 
(Neasden); and Mr. J. J. McGregor 
(Greenwich). 

Mr. J. P. Parker, appointed Electri- 
cal Engineer (Distribution). The Dis- 
tribution Section is divided into three 


parts, under the following officers: 
Mr. C. E. Squire (Mains Engineer); 


Mr. W. R. Hackworth (Distribution 
Engineer); and Mr. F. H. Wigner 
(Overhead Engineer). 

Mr. P. R. Boulton, appointed Elec- 
trical Engineer (New Works). 


Mr. J. A. L. Duncan, M.P., has been 
appointed Parliamentary Private Secre- 
tary to the Minister of Transport, and 
Mr. Denis O’Neill has been appointed 
Private Secretary to the Minister. 


The retirement of M. Raoul Dautry, 
Gencral Manager of the French State 
Railways, announced in our issue of 
May 21, became effective on June 12. 
The Minister of Public Works, M. 
Bedouce, has temporarily appointed 
M. Pierre Levy, Ingénieur en chef 
attaché a la Direction, to succeed him 
as General Manager. A biography of 
M. Dautry appeared in our issue of 
May 28. 

Sir Josiah Stamp, President and 
Chairman of the Executive, L.M.S.R., 
is one of the nine members newly 
elected to the B.i3.C. Advisory Council, 
a body which gives advice on general 
questions of broadcasting policy. 

The L.N.E.R. announces that Cap- 
tain R. Davis, Marine Superintendent, 
Parkeston Quay, will become respon- 
sible, in addition to the operating 
work, for the whole of the 
engineering work connected with 
the Harwich fleet, on the retirement 
of Mr. F. W. Noal, Marine Superinten- 
dent Engineer, at the end of July. 
Mr. R. C. Banks, Assistant to the 
Marine Superintendent Engineer, will, 
at the same time, be appointed Marine 
Superintendent Engineer under the 
general supervision of the Marine Super- 
intendent. 
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The funeral of Mr. E. F. Wilkinson, 
formerly District Passenger Manager, 
Newcastle-upon-Tyne, L.N.E.R., whose 
death was recorded in our issue last 
week, took place at All Saints 
Cemetery, Jesmond, on June 9. The 
L.N.E.R. was represented at the funeral 
by the following officers :— 

Mr. P. A. Harverson (Assistant Passenger 
Manager, York), also representing Mr. C. M. 
Jenkin Jones (Divisional General Manager, 
North Eastern Area), and Mr. E. M. Rutter 
(Passenger Manager, North Eastern Area) ; 
Mr. L. Ballan (District Superintendent, Sunder- 
land), also representing Mr. S. T. Burgoyne 
(Superintendent, North Eastern Area); Mr. 
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E. W. Arkle (Assistant Goods Manager, York), 
also representing Mr. P. Gibb (Goods Manager, 
Norfh Eastern Area); Mr. H. Laird (Divisional 
Accountant, Newcastle); Mr. E. D. Trask 
(Divisional Locomotive Superintendent, Gates- 
head); Police Superintendent W. Charlton, 
Newcastle ; Mr. H. Wortley (District Estate 
Agent, Newcastle) ; Mr. H. W. Green (District 
Electrical Engineer, Newcastle) ; Mr. C. Murray 
(Works Manager, Walkergate); Mr. R. W. 
Lowther, also representing Mr. H. Hills (District 
Engineer, Newcastle) ; Mr. F. Hardy, represent- 
ing Mr. W. A. Fiddian (District Superintendent, 
Newcastle) ; Mr. E. A. W. Dickson, representing 
Mr. H. F. Sanderson (District Goods Manager, 
Newcastle); Mr. J. E. Richardson (Assistant 
to District Passenger Manager, Newcastle), and 
Mr. E. G. Willis (Chief Cashier, Newcastle). 








Summer Train Services 


Last week (on page 1131) we outlined 
the chief changes that are being intro- 
duced in the summer timetables of the 
L.N.E.R. and L.M.S.R. The following 
notes cover the other two British main- 
line companies. 


Great Western Railway 


Chief among this summer’s altera- 
tions on the Great Western Railway 
is a new express from Paddington at 
6.55 p.m. to South Wales, which with 
a time of 2 hr. 17 min. from London 
to Newport non-stop (58.5 m.p.h.) and 
2 hr. 37 min. to Cardiff will be the 
fastest passenger service that has yet 
run between London and these Welsh 
cities. The 4.30 p.m. from Padding- 
ton to Bristol and Weston-super-Mare 
is to start at 4.15 p.m. and call 
additionally at Reading, but the arrival 
at Weston will be only 3 min. earlier, 
at 7.20 p.m. The 4.20 from Chelten- 
ham Spa and 4.40 p.m. from Gloucester 
to Paddington are reinstated for the 
summer, arriving at Paddington at 7 
p-m., but not the 9.30 a.m. from 
Paddington to Gloucester and Chelten- 
ham. There are no other changes in 
the services, as compared with those of 
previous years, that are worthy of 
remark. 


Southern Railway 


Incorporated in the summer time- 
tables of the Southern Railway is the 
interesting new electric service between 
Waterloo and Portsmouth. The pre- 
vious express departure time at 10 min. 
to the hour from Waterloo is retained, 
and an express, with restaurant car, will 
leave Waterloo hourly from 7.50 a.m. 
to 11.50 p.m. inclusive (except 10.50), 
calling at Guildford (35 min.), Hasle- 
mere (55 min.), Portsmouth = and 
Southsea (90 min.), and _ reaching 
Portsmouth Harbour in 95 min. Addi- 
tional restaurant car trains will leave 
Waterloo at 4.20, 5.20, and 6.20 p.m. 
for Portsmouth, calling at most stations 
between Guildford and Portsmouth 
Throughout the day intermediate 
stations are catered for by stopping 
trains leaving Waterloo at 27 and 57 
min. past the hour, and waiting 11 min. 
at Guildford, where the 27 min. past 
the hour trains are overtaken by the 
expresses, so giving a fast service from 
stations north of Guildford to Ports- 
mouth, and from Waterloo to stations 


below Guildford. In the up direction 
the expresses leave Portsmouth Harbour 
at 20 min. past the hour from 8.20 a.m. 
to 10.20 p.m., with one or two addi- 
tional morning business services, and 
Portsmouth and Southsea 4 min. later, 
running up to Waterloo from the latter 
in 90 min., with stops at Haslemere and 
Guildford. The stopping trains leave 
Portsmouth and Southsea at the even 
hours and half-hours, the trains at 
the hour being overtaken at Guildford 
by the expresses. There is thus no 
curtailment of what has hitherto been 
the fastest time with steam traction— 
90 min.—between Waterloo and Ports- 
mouth and Southsea, though two inter- 
mediate stops are now included in this 
allowance, and the service provided to 
and from Haslemere, in particular, is 
an enormous advance on anything pre- 
viously enjoyed by that station. 

On Saturdays a very comprehensive 
service has been arranged, with four 
restaurant car expresses each hour 
throughout most of the day in both 
directions between Waterloo and Ports- 
mouth. From 7.45 a.m. onwards 
there is an express from Waterloo at 
45 min. past the hour for Havant and 
Portsmouth Harbour; at 50 min. past 
the hour for Guildford, Haslemere, 
Portsmouth & Southsea, and Ports- 
mouth Harbour; at 15 min. past 
the hour for Portsmouth & Southsea 
and Portsmouth Harbour only; and 
at 20 min. past the hour for Guild- 
ford, Portsmouth & Southsea, and 
Portsmouth Harbour. This continues 
until the 4.20 p.m. departure from 
Waterloo, followed by half-hourly de- 
partures, at 20 and 50 min. past the 
hour, until 7.50 p.m., and then 8.50, 
9.50, and 11.50 p.m. The stopping 
service, at 27 and 57 min. past the 
hour from Waterloo, is maintained un- 
altered, and some very smart working 
will be needed to get this intensive 
service through the bottleneck at 
Guildford. Similar arrangements will 
prevail in the up direction on Satur- 
days, when 90 express trains will use 
the Portsmouth direct line on each 
Saturday, including both directions of 
running, as well as 70 stopping trains, 
during the working day. These are 
the most noteworthy developments in 
the Southern timetables, which also 
include useful’ accelerations on the 
Salisbury line. 
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The International Railway Congress in Paris 


(From our special correspondent) 


The Thirteenth International Railway 
Congress, held in Paris, concluded with 
the plenary meeting on June 11, and 
last week we reviewed the proceedings 
of the congress up to Wednesday, June 
9. Four questions then remained for 
by Sections I, III, and V- 
and were dealt with as follows :— 


discussion 


Section I—Way and Works 

Under Sir Ralph Wedgwood'’s presi 
dency, this section listened to a report 
by Herr Mundt on Question III: 
Methodical and periodical maintenance 
of (1) metal bridges; (2) signals; (3) 
metal supports carrying the contact 
wire on electric railways. In the en 
suing discussion M. Desaleux (P.L.M.) 
stated that de-rusting of bridges had 
been well done for his company by con- 
tractors; but other delegates thought it 
was better for a railway to do such 
work itself The French State Rail 
ways were making use of rubber bear 
ings for bridgework with success, to 
take up shocks and reduce vibration 
and noise Reinforced concrete for 
protecting bridges against locomotive 


fumes needed great care in fixing. M 
Ridet (Est) thought a thickness of 3 
cm. (1} in.) necessary. M. Lemaire 


(Belgian National Railways) said his 
system had used _ such _ protection 
successfully for over 20 years. Mr 
A. IF. Bound (L.M.S.R.) said his com 
pany checked the luminosity and 
focusing of electric signal lights, and 
systematically examined track circuit 
relays; this did not ‘appear to be 
general practice The following views 
were formally adopted: 


1 Staff responsible for designing and 
constructing metal bridges should inter 
vene in their maintenance 

2.—Pneumatic or electric de-rusting 
ipparatus will reduce costs in certain 
CASeCS 

3 Surfaces still well preserved need 


not be treated at periodical re-painting, 
except for appearance; then a final coat 
sultices 

4.—Binding material should allow a 
following coat being applied at once, to 
ivoid removing scaffolding 

5.—Spray painting effects a saving in 
certain cases 

6 Work by a railway’s own staff may 
offer advantages as to quality compared 
with contractor’s work. 

7.—Welded rails are advisable, in view 
of increasing speeds, to protect bridges. 
8.—At movable bridges, arrangements 
o avoid shocks from trains passing are 
idvisable 

9.—Savings can be effected by 
electric welding for repairs 

10.—Girders subjected to engine blast 
in be protected by reinforced concrete. 

11 \ special division for signal, tele- 
graph and telephone maintenance appears 
udvi ible 


l 


using 


12.—Periodical checking of signal lights 
is not thought necessary by all adminis- 
trations: locomotive running reports ar 
thought sufficient to reveal Cefects 

13.—It is advisable to use a special 


gauge to check detector slide clearance 
and, 
14.—To 
signal lamps. 
15.—Enamelled iron arms are more 
economical in the long run. 
16.—It appears unnecessary to remove 
track relays if trained staff can examine 
them im situ without interrupting traffic. 
At a further meeting, presided over 
by Mr. Hashiguchi (Japanese Govern- 
ment Railways), Mr. Eggenberger 
(Swiss Federal Railways) reported that 
on his railway metallisation of over- 
head wire supports was done by spray- 
ing, as the brackets were riveted. A 
coat of linseed oil paint had proved 
advantageous. The following further 
conclusions were adopted : 
17.—It appears that complete galvanis- 
ing of supports gives the best results, 
reducing or eliminating re-painting. 
18.—Metal spraying is not always 
sufficient against rusting of steel parts. A 
final coat of linseed oil paint should be 
applied to fill up any pores left after 
spraying 
19.—Side 


slightly under-run electric 


flanges allowing tie rods or 
brackets to be clamped to supports lower 
both first and maintenance costs in most 
Cases. 

This closed the work of Section I. 


Section I1I—Working 


This section met jointly with Section 
V (Light Railways and Colonial Rail- 
ways) to discuss Question VIII: Appli- 
cation of rational organisation 
(planning) to the transport of goods. 
M. Pellarin (Est) took the chair, and 
called upon the Special Reporter, Dr. 
Baumann, to _— speak. Discussion 
followed cn the conclusions relating to 
the six sub-headings under which the 
question is divided. 
made by Dr. 
ful use in 


Reference was 

3aumann to the success- 
Great Britain and _ the 
U.S.A. of mobile cranes, running on 
the roadway alongside the sidings, for 
handling containers. Shunting oper- 
ations are thereby reduced. MM. 
Renard (Est) and Goursat (Nord) re- 
marked that it was primarily the 
difficulty of handling at the customers’ 
premises that retarded the more general 
use of containers. The conclusions 
adopted on the six parts of this question 
may be summarised as follow :— 

1. The organisation of marshalling yards 
has been less developed than that of 
splitting up yards. Since the making up 
of trains involves greater expense in equip- 
ment and locomotives, administrations 
should study the most economical methods 
of making up trains, taking into account 
the preparatory work that can be done, 
by a judicious allocation of tracks, at 
the time of splitting up. Mechanical 
equipment, remote controlled brakes, and 
automatic point operation, speed up the 
work and improve the efficiency of yards 

2. An essential of fast working is that 
marshalling yards should be connected by 
train services that are not required to call 
at intermediate stations. | When special 
inter-yard services have to be worked 
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owing to traffic requirements, 

arrangements, on large systems yw 
heavy tratfic, should be entrusted to d 
trict control officers and not to the static 

3. There are no standard meth 
beyond, keeping in touch with consign 
and the study of previous statistics, 
estimating traffic to be dealt with 
trains required. In the case of consig 
ments already handed in, traffic advic 
may be sent from the departure static 
to central offices, which inform the ot! 
stations concerned, and in some ca 
neighbouring railways, of what traffic 
expect. 

4. Administrations are urged to noti 
the consignee in advance of the probab 
date and time of arrival of his goods 

5. The following methods are reco 
mended for accelerating the turn-round 
empty stock: (a) concentration of wagol 
at large collecting centres from which they 
can be distributed to the consuming 
points; (b) working empty stock toward 
regions usually short in anticipation 
demand; (c) special empty stock trair 
which do not shunt in marshalling yards 
and avoid unnecessary stops; (d) at time 
of pressure, authority to reduce trai 
loads; increased service of loading points 
extended working hours at stations 
advance notification to customers of time 
when wagons will be at their disposal 

6. Containers have proved their wort! 
in helping railways to meet competition 
Small containers for parcels and special 
small consignments appear to be advan 
tageous, especially in view of reduced 
handling and_ simplified transhipment 
operations. It is too early to give a ver 
dict on the value of vehicles for the road 
transport of railway wagons. 


Question IX 


The discussion was concluded on 
June 10 of Question IX: Results 
obtained from the automatic and 
distant operation of signals and points, 
and from locomotive cab signals. 

M. Pellarin (Est) presided and M. 
Tuja (P.L.M.) gave a summary of the 
special report. There was a discussion 
on some of the proposed. conclusions, 
and modifications were made. Lt.-Col. 
Mount (Ministry of Transport), Mr. 
A. F. Bound (L.M.S.R.), and Mr. 
C. E. R. Sherrington (Railway Research 
Service) presented the British attitude 
to certain questions, particularly that of 
precautions desirable when trains have 
to run at sight. M. Joly (Paris Metro- 
politan), and Herr Muller (Swiss Federal 
Railways) gave additional informa- 
tion as to practice on their railways. 
M. Le Besnerais (Nord) thanked the 
Chairman and the Reporter for their 
work. The following conclusions were 
adopted :— 


AuToMATIC BLock 

1.—Automatic block is excellent for pro- 
viding adequate headway between follow- 
ing trains where service is heavy. 
2.—Trains should generally stop at a 
stop’ signal, but in exceptional cases 
this may be avoided for certain heavy 
trains on very heavy gradients. 

3.—After stopping, or acting as in (2), 
the driver should proceed with caution. 
There appears no objection to his restart- 
ing at once, as on some railways. 

4.—He should run so that he can “* stop 
at sight.’’ Some lines find it advan- 
tageous to impose a speed limit. 
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5.—In short sections it suffices to rely 
on the block without hand protection for 
stopped trains, save in certain cases. 

6.—Some railways advise a signal prov 

device for motor-operated signals, but 
this has some drawbacks, and light 

nals appear better, when it is possible 

use them. 

7.—With either type, some lines deem 

necessary to take precautions against 

block relay not dropping; others take 

such precautions. 

8.—Coded block appears a particularly 

fe form. 

9.—Kunning of light or pneumatic tyred 

hicles still requires investigation. 


POWER SIGNAL BOxXEs 
10.—Route levers appear specially to 
ilitate working, provided all kinds of 
iin movements are covered. 
11.—There is now a tendency to use 
ry small levers (handles) and adopt 
rcuit control instead of locking properly 


» called. 

12.—Power signal boxes can provide all 
safety desired. Provision should be 

ade for point, route section, and 


pproach locking 

13.—Instructions covering failures are a 
elicate question. Trains should not pass 
speed over devices out of order. 
14.—Long distance point operation with 
w control circuits gives excellent results. 
nd is likely to develop, particularly for 
ngle track lines with heavy traffic. 
15.—Automatic point operation also 


ives good results. 
LocoMOTIVE CAB SIGNALLING 


16.—It is desirable mainly on busy 
igh-speed lines, to facilitate the driver's 
vork by signal repeating devices or con 
tinuous cab signalling. 

17.—Steps should then be taken to 
prevent the driver becoming less vigilant 


REPETITION OF SIGNALS 

18.—Distant 
triction signals should be repeated and 
registered on the locomotive. It is useful 

do so when they are off, to verify the 
ipparatus. 

19.—Mechanical transmission is suitable 
only for slow speeds. 

20.—With electro-mechanical contact 
‘danger ’’ should preferably be given by 
cutting off current. 

21.—Non-contact, are better than con- 
tact devices 


warning and_ speed-res 


CONTINUOUS CAB SIGNALLING 
22.—It is desirable, as a rule, to retain 
the fixed signals. 


23.—There appears no disadvantage in 
giving one more indication on the engine 
than is given by the fixed signals. This 


is valuable where ultra-fast trains run for 
which the regular signalling is inadequate. 
24.—Continuous signalling is generally 
better than intermittent signal repeating. 
25.—It is, however, much costlier and 
only to be recommended for automatic 
block on a large scale. 


\UTOMATIC BRAKE APPLICATION 

26.—Automatic braking at stop signals 
only is suited only to lines not used by 
high-speed trains. 

27.—Where the latter run, brakes need 
applying at distant signals. This can be 
dependent on train speed or not. 

28.—When independent, the driver must 
be able to cut it out when he has sighted 
the signal. This is therefore superior to 
cab signalling alone if the engine crew 
becomes totally incapacitated. 


THE RAILWAY GAZETTE 
29.—Braking dependent on speed is the 
more valuable, especially for ultra-high 
speed trains, but incontestably of lower 
value if the engines have cab signals. 
Section V 


The final question to be dealt with 
in Section V was No. XIII: Specifi- 
cations for the fixed plant of railways 
with light traffic, intended to prevent 
the use of unnecessarily expensive track 
equipment, and_ generally to give 
economical working. M. Mellini pre 
sided, and called upon M. Svoboda, 
the Special Reporter, to give his pro- 
posed conclusions. After general dis- 
cussion it was decided to confine the 
question to fixed plant of railways. A 
sub-committee was formed to draw up 
a new set of conclusions, which were 
adopted as follows :— 

| In most countries the general ten 
dency is no longer to construct railways 
for light traffic 

2. Where such construction is neces- 
sary, however, the railways should be built 
to the same gauge as the lines to which 
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thev are to be joined, or to the same 
gauge as the railway they are to com- 
plete; .and conditions of layout and 
gradient should be adopted calculated to 
reduce running costs. 

3. On railways now in operation it is 
necessary (a) to minimise maintenance 
costs, shunting, and staff, by concen 
trating the fixed installations at stations 
(buildings, points, and crossings) as far 
as possible; (b) to take as much advantage 
as possible, compatible with local opera- 
ting conditions, of technical progress and 
experience in directions that reduce the 
necessity for specialised staff; and (c) to 
take advantage of renewals to adopt 
modern processes and equipment, e.g. 
heavier rails, welding, transition curves, 
and so on. 

At the plenary session with which the 
congress concluded on Friday, June 11, 
it was decided that the 14th session of 
the congress should be held in Berlin in 
1941; and the 15th session at Tokyo in 
1945; and that an enlarged meeting of 
the Permanent Commission should be 
held at Warsaw in 1943. 








Retired Railway 


The summer outing of the Retired 
Railway Officers’ Society took place 
this year to the West of Scotland, by 
the kind invitation of the L.M.S.R. 
A party of over 50, consisting of mem- 
bers with their wives and daughters, 
journeyed to Glasgow on Wednesday, 
June 9, in vestibule coaches attached 
to the 10.5 a.m. from Euston; a con- 
tingent from Birmingham, Manchester 
and the West of England joined the 
train at Crewe. On arrival at Glasgow 
the party was driven to St. Enoch 
Station hotel, where accommodation 
had been provided. 

Mr. W. H. Hyde, in the unavoidable 
absence of the President, Sir Charles 
Morgan, presided at dinner in the 
evening Mr. J. Ballantyne, Chief 
Officer for Scotland, L.M.S.R., ex 
tended a hearty welcome to the mem 
bers of the society and felt confident 
that they would not regret travelling 
so far to visit the Firth of Clyde, one 
of Scotland’s many beauty spots. It 
had given him great pleasure to arrange 
a trip to Inveraray the following day 
on the ss. Duchess of Montrose, the 
latest addition to the L.M.S.R. Clyde 
fleet. He mentioned incidentally that 
the steamer had just been dry-docked 
so that nothing would be lacking in 
speed and comfort on the trip, and 
expressed his pleasure at having the 
opportunity of again meeting many old 
friends and former colleagues among 
the retired officers; on the morrow they 
would be joined by several past and 
present officers of the L.M.S.R. in 
Scotland. 

On Thursday, leaving the Central 
station at 8.57 a.m., the party, aug- 
mented by many Scottish officers and 
their ladies, journeyed to Wemyss Bay 
and boarded the Duchess of Montrose, 
which had left Glasgow some hours 
earlier. The comfort and accommoda- 


Officers’ Society 


tion of this fine steamship cannot be 
too highly commended, the spacious 
saloons, luncheon and tea rooms and 
the ample deck space providing room 
for hundreds of people. The Inveraray 
steamer calls only at Rothesay and 
Tigh-na-bruaich, and the three hours’ 
sail through the picturesque Kyles of 
Bute and up Loch Fyne was most 
enjoyable, providing a day of rest and 
charm amid magnificent scenery 
scarcely to be matched in any other 
part of Great Britain. Luncheon was 
served before reaching the head of Loch 
Fyne, and an interesting hour was 
spent at Inveraray in visits to the 
church, castle and elsewhere. The re- 
turn trip to Wemyss Bay was equally 
enjoyable, community singing being in- 
dulged in on deck, and Glasgow was 
reached about 7 p.m. after a day of 
enjoyment which will long be remem- 
bered by those who were privileged to 
take part in it. 

On Friday the London members of 
the party returned by The Royal Scot, 
leaving Glasgow Central at 10.0 a.m. 
and reaching Euston at 5.25 p.m. 
Those who had joined at Crewe on the 
outward journey travelled by the 10.5 
a.m. from Glasgow Central for their 
several destinations. 

The extension of the summer outing 
to three days was an innovation, and 
the kindness and courtesy of the 
L.M.S.R. contributed in no_ small 
measure to its success. The arrange- 
ments made by Mr. Ballantyne for the 
journey and for their entertainment 
were much appreciated by those who 
took part in the trip. Mention should 
also be made of the services of Mr. 
J. E. Bradford in organising the outing 
and of the indefatigable Honorary 
Secretary, Mr. W. A. Thomas, who 
omitted no detail which might add to 
the comfort and pleasure of the party. 
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THE RAILWAY GAZETTE 


Review of Standard and Exceptional Charges 


Main Line 


these will come 

The Railway Rates Tribunal began 
its annual review of the standard and 
exceptional charges vf the four amal 
gamated railway companies on June 
14. Several objectors to the proposed 


increases in rates and charges were 
represented, including — the Mining 


Association of Great Britian, British 
Coal Exporters Federation, Monmouth- 
& South Wales Coal Owners’ 
British Iron & Steel 
Federation, Dock & Harbour Authori- 
ties Association, National Farmers’ 
Union, Newspaper Proprietors’ Associa 
tion, Periodical Trade Press & Weekly 
Proprietors’ Association, 
Wholesale Textile Association, Aber- 
deen Fish Trade Association, London 
County Council, Southend & District 
Railway Travellers’ Association. 

Sir Walter T. Monckton, K.C., who 
with Mr. Alfred Tylor, appeared for 
the railway companies, outlined the 
proposed increases (which were set out 
in THe Rattway GaAzetre of May 21, 
1937, on page 1002). The questions to 
be considered were whether the net 
revenue was than the standard 
revenue, whether the deficiency, if any, 
due to lack of efficiency or 
economy in the management of the 
companies, and whether the deficiency 
likely to continue. The railway 
companies did not consider that the 


shire 
Association, 


New Spapers 


less 


Was 


was 


increase asked for would enable them 
to achieve the standard revenue. It 
would only bring them nearer to it. 


Che standard revenue and allowances of 
the four companies together amounted 
to £51,359,095, and the net revenue of 
the year 1936 amounted to £35,730,561, 
representing a deficiency of £15,628,534 
or 30.43 per cent. Taking the average 
net revenue for the three years 1934 to 
1936 inclusive, and making an addition 
for 1934 and 1935 in respect of arrears 
of rates and rate relief gave an adjusted 
average net revenue for the three years 
of £34,482,029, which was £16,877,066, 
or 32.86 per cent., below the standard 
revenue. So that whichever basis was 
adopted there were very substantial 
deficiencies. There was no suggestion 
in any of the objections that the de 
ficiency was due to lack of efficiency or 
of economy in management. Year by 
year the companies had told the tri- 
bunal the attempts which they had 
made by economy to improve the 
position There came a limit beyond 
which efficient economies were not 
ivailable; but the companies were 
continuing to work out the existing 
pooling and otherwise, of 
which the tribuncl had heard. 

The third question was whether the 
deficiency was likely to continue. 
From the figures submitted one could 
not resist the conclusion that the de 
ficiency was likely to continue in res- 
pect of each of the companies. The 
railways thought that the improved 


schemes, 


Railway Companies’ 
Certain Increases in Fares and Rates. 
into Force on October 1 next 





Application for 
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trend which had been shown since 1932 
was likely to continue. This year up 
to the present the traffic showed an 
increase of £2,884,000, or 4.64 per 
cent., and they hoped and expected to 
see this trend continue. They had at 
the same time to take into account the 
increasing tendency of the prices of 
what they needed in the conduct and 
cperation of their business—coal, iron 


and steel, timber, and rolling stock. 
All these were matters in respect of 


which they would feel much more than 
in 1936 the pressure of increasing 
prices, because in 1936 they were to a 
large extent using stock contracted for 
at an earlier period. 

Hitherto, when the companies had 
been faced with a deficiency they had 
considered that owing to the depressed 
state of industry an increase in charges 
would inevitably depress trade further 
and not benefit their net revenue 
position. But changes during the past 
year had compelled them to modify 
that attitude, and to put forward the 
view that the proposed general increase 
in charges would have a_ beneficial 
effect upon net revenue First and 
foremost there was a revival of trade 
ind industry throughout the country, 
especially in regard to the heavy in- 
dustries. Secondly, the improvement 
in trade had been accompanied by the 
rises in prices in practically every com- 
modity which the railway companies 
used, and which many other people 
It was a factor to consider, with 
the prices of all these materials, and 
the charges for labour and services all 
up, whether transport by rail 
should be excepted from that general 
rise. What the companies aimed at 
was to get the maximum addition to 
their net revenues without impeding 
the development of trade, and it was 
on that basis that they suggested the 
figure of 5 per cent. They considered 
that in each main description of traffic 
an increase of net revenue could be 
anticipated from this 5 per cent. 
increase. 

He suggested that an appropriate 
date for the commencement of the 
operation of the increase would be 
October 1, 1937, rather than the usual 
july 1. That would avoid the summer 
traffic, and would give time for the 
position to be appreciated. One of the 
objections was that the manner in which 
it was proposed to apply the 5 per cent. 
increase involved increases of a great 
deal more than 5 per cent. in some 
instances. It was inevitable that there 
should be such cases, just as it was 
inevitable that there should be some 
increases of less than 5 per cent. 

Sir William V. Wood, Vice-President, 
I..M.S.R., giving evidence on June 16 
on behalf of the four amalgamated 
companies, said that after a continuous 
fall in traffic receipts from 1929 to 


used. 
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1934 there was an increase in the latter 
year. The companies’ total revenue in 
1936 was £23,231,784, or 13-11 per 
cent., less than that for the moderately 
prosperous year 1929. The proportions 
of the gross receiptse in the London 
Transport Pool in 1936 wer 
L.N.E.R. 18 per cent., or £2,250,000 
L.M.S.R. 9 per cent. or £1,650,000 
Great Western 6 per cent., or £500,000 
Southern 46 per cent., or £6,350,00% 
These pooling receipts were not 
cluded from the purview of the t 
bunal’s review for the purpose of ar1 
ing at the net revenue but they w 
excluded by the London Passeng 
Transport Act from any modificati 
that the tribunal might order. 

The figures of working expens 
showed that every economy for work 
had _ been 


ing and management eXel 
cised during the period from 192: 


onwards. The increase of expenditu: 
in 1936 was necessary to provide fo: 
the increased traffic, and in overtaking 
arrears of work which had to be post 
poned during the period of depression 
The reduction in the percentage deduc 
tion from wages increased the wages 
bill in 1936 by £557,000, and ther 
would be a further increase of £805,000 
in 1937 as a result of the decision of 
August, 1936. The companies had to 
meet an increase in the cost of 
materials. The. increase was not yet 
being fully felt because they were now 
obtaining materials contracted for at 
an earlier period. Economies were still 
being pursued. The value of th 
economies resulting from the pooling 


arrangements between the L.MS. 
L.N.E. and Great Western Railway 


Companies would be £350,000 a year. 
Train-timing had improved in 1936 and 
would improve further in 1937. 

The hearing was continued yesterday 








Railway and Other Reports 


British Electric Traction Co. Ltd. 
~—-Revenue for the year ended March 31 
1937, amounts to £585,673. After de- 
ducting £115,299 for general expenses, 
directors’ income tax and _staft 
endowment fund, and -£79,479 for 
debenture stock interest, there remains 
a balance of £390,895, being an increase 
of £59,295 compared with the previous 
year. The dividend recommendations 
were published in THE RatLway GaZzeEtTT! 
of May 21 on page 1002. The directors 
further recommend that £59,411, equa! 
to 10 per cent. on the deferred ordinary 
stock, be capitalised and distributed 
to the deferred ordinary stockholders 
in fully-paid deferred ordinary shares of 
£1 each, such shares to be converted 
subsequently into deferred ordinary 
stock. After these further appropri- 
ations there is a balance of £138,658 
to be added to undivided profits 
account, making that account £1,535,954. 
The share of the year’s profit available 
for distribution among the deferred 
ordinary stockholders amounts to 
£227,775. The amount standing to 
the credit of Reserve Account 
remains at £520,000. 


fees, 
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MINISTRY OF TRANSPORT ACCIDENT REPORT 


Langley, G.W.R.: March 3, 1937 

\t about 9.21 p.m. the 7.45 p.m. 
empty spoil train, Reading West Junc- 
tion to Old Oak Common, became de- 
railed at the exit trap points of the 
Dolphin Junction—Langley up goods 
ining loop, and the 6.35 p.m. up 
passenger train from Oxford, running 
under clear signals on the up relief but 
fortunately slowing down, struck some 
the wagons; its engine and three 
leading coaches were derailed, the 
rmer fouling the down relief. The 
ird of the passenger train sustained 
tal injuries, the fireman and three 
ssengers had slight injuries, as did 
guard of the spoil train. There was 


SPOIL TRAIN ON UP LOOP MISREAD SIGNAL A? LOWERED 


took place. He attributed his mistake 
to temporary forgetfulness and thought 
that speaking to the fireman, who was 
looking out, drew the latter’s attention 
away. 

Fireman E. Hunt confirmed this 
account. He was not looking out 
whilst proceeding along the loop, but 
halfway along Welland made some re 
mark about holidays, to which he 
replied. After that Welland said 
“ Right,’’ which Hunt took to mean 
their signal was off. 

Guard H. A. E. Lambert observed 
the loop exit signal at danger and ex 
pected Welland to stop. When the 
latter suddenly put on steam Lambert 


MO'ABOVE R.L> 


FOR PASSENGER TRAIN ON UP RELIEF, AND WAS DERAILED SMALL LIGHTS 
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Diagram illustrating the Langley accident 


ome permanent way damage. It was 
. clear but dark evening. The accom- 
panying sketch explains the circum- 
tances of the accident, which was in- 
quired into by Lt.-Col. A. H. L. 
Mount. 

The spoil train left Reading late at 
7.58 p.m., and was diverted at Dolphin 
Junction box to the up goods loop for 
the train from Oxford to pass. The 
loop is operated under permissive regu- 
lations; speed limit in clear weather is 
10 m.p.h. The train entered the loop 
it about 9.16 p.m., travelling at 8 
in.p.h.; the passenger train passed Dol- 
phin Junction some 3 minutes later at 
ibout 40 m.p.h. The derailment of the 
spoil train can hardly have taken place 
it much less than 12 to 15 m.p.h. 
ind the speed of the passenger train 
ippears to have been reduced to 20 
to 25 m.p.h. at the time of collision, 
which was inevitable, for there was no 
time to warn the enginemen and they 
had no suspicion that the up relief had 
been fouled. The signalmen concerned 
took commendably prompt measures; a 
passenger train was passing Iver (1} 
miles in advance) on the down relief 
and another approaching Dolphin Junc- 
tion on the up main. 

Driver H. C. Welland of the spoil 
train turned round to speak to his 
fireman when 200 yd. from the loop 
exit home signal. When four or five 
engine lengths from it he looked up, 
failed to observe it, and unfortunately 
took the relief line home signal, cleared 
for the passenger train, as applicable 
to himself. He had not had time to 
leave the footplate when the collision 


rushed to apply the hand brake, but 
then the crash came. 


Chief Inspecting Officer’s 
Conclusions 

Driver Welland admitted entire re 
sponsibility for the accident. He was 
fully conversant with the road and 
considered there was no difficulty in 
observing the home signals. He had 
often been diverted into this loop. He 
seems to have been thrown off his 
guard by the conversation he initiated 
with Hunt; both realised they were on 
the loop and would normally expect 
to be stopped at its outlet. Welland 
could not explain why this did not 
arouse his suspicions, except that pos 
sibly in observing the one clear signal 
without the other danger indication he 
might momentarily have assumed he 
was on the up relief. Hunt suggested 
that their conversation—lasting _ per- 
haps half a minute—must have 
diverted his attention from assisting in 
observing signals. He was sitting down 
on the left-hand side, with Welland 
standing on the right, and must accept 
a measure of responsibility. 

The derailment, the result of serious 
carelessness, took both men by sur- 
prise. Their omission to observe the 
road cannot be attributed to momen- 
tary deflection of mind during a casual 
remark; it must have lasted at least a 
minute while the signal was being ap- 
proached at, say, 12 m.p.h. throughout 
its 500 yd. range of visibility. Wel 
land could not have been deceived by 
the clearing of the relief line signal; 
it had been cleared for three or four 
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minutes. Both men have good records; 
Welland saved a child from drowning 
in 1924 and was commended in 1927 
for vigilance in preventing a collision. 

Remarks and Recommendation 

The speed of derailment of the empty 
spoil train may have been about 15 
m.p.h.; the catch-points performed 
their function in throwing the engine 
away from the running line, thus pre- 
venting worse consequences. The 
sudden stoppage, however, of the 
engine at this speed was sufficient to 
derail the four leading wagons, and 
even had the tracks been spaced at an 
interval of 10 ft., the running line 
would still have been fouled. 

To safeguard the consequences of 
entering open catch-points, the pro 
vision of a lead with rail extension, 
covered with ashes, to form a drag, is 
desirable, and is being provided. The 
company is taking the opportunity to 
re-lay the exit end of the loop to the 
standard clearance of 10 ft. from the 
running line, thus permitting the up 
relief home signal to be placed in its 
standard position. 

Though Driver Welland did _ not 
think that the position of this signal 
had anything to do with his error, it 
cannot be denied that if a driver is 
about to misread a signal, or momen- 
tarily forgets which line he is running 
on, he is more likely to realise his mis- 
take or position in time, if he knows 
that the signal which should apply to 
him will only appear in its standard 
position on his left-hand side. 

The present arrangement has existed 
here for many years; there is a con- 
siderable number of similar locations 
throughout the system. Col. Mount 
recommends that the matter be looked 
into, particularly where user is im- 
portant, with a view to the provision 
of ash-covered extensions to facing 
catch-points, with track re-spacing and 
signal alteration, as and when circum- 
stances permit, during, for instance, 
the carrying out of renewals or relaying. 








NEW MARITIME STATION AT ALGIERS. 

The Chamber of Commerce of Algiers, 
and the harbour authorities, will very 
soon put in hand the construction of the 
new maritime station in the harbour. 
The main object is to concentrate in 
one spot at this maritime station both 
railway and road transport facilities. 
The station will embody a jetty of over 
1,000 ft. long, where the largest ships 
can be accommodated. Passengers will 
go ashore into a large elliptical hall, 
fitted to most modern requirements, 
and from there they will have direct 
access to a railway station having seven 
platforms, each 800 ft. in length. In 
front, there will be an open space of 
about 2 acres, where various lines of 
motor buses and coaches will have their 
termini. The roof of the station will be 
arranged as a garden, to which people 
will have access in order to welcome or 
bid good-bye to their friends. It is 
estimated that it will take six years to 
complete the work. 
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STAFF AND LABOUR MATTERS 


Meeting of the Railway Staff 
National Council 

The Railway Staff National Council 
will meet in London next. week to 
consider important claims submitted 
by the railway trade unions. These 
claims have already been the subject 
of discussion at meetings between re- 
presentatives of the unions and of the 
four main-line railway companies. All 
three unions are asking for the termina 
tion of the deduction of 1} per cent. 
from earnings; the National Union of 
Railwaymen and the Associated Society 
of Locomotive Engineers and Firemen 
are seeking the restoration of the stan- 
dard rates of payment for night duty 
and Sunday duty, and all three unions 
are submitting, individually, certain 
other claims, namely—by the N.U.R., 
. claim that all adults shall receive a 
minimum rate of pay of 50s. a week; 
by the A.S.L.E.F.—in respect of foot- 
plate staft—twelve days holiday with 
pay, abolition of the nine-hour roster 
awarded by the National Wages Board 
and a guaranteed day for each time of 
signing on duty on Sundays; and by 
the Railway Clerks’ Association, special 
salary increases for staff for whom pro 
motion is not available, establishment 
of a 36 hour working week, special 
payment for ‘‘ night duty ’’ performed 
between 6.0 p.m. and 6.0 a.m., and 
time off in lieu of duty performed on 
3ank and Public holidays. 


Railway Shopmen—Industrial 
Court Decision No. 1,675. - 

At a hearing in London on May 31, 
the Industrial Court considered a claim 
of the National Union of Railwaymen 
that the special allowance of 1s. a week 
granted to certain painters working on 
New Street station roof, Birmingham, 
L.M.S.R., should be increased. The 
payment of Is. a week referred to in 
the terms of reference is made _ in 
accordance with the provisions of In- 
dustrial Court Decision No. 1,271 to 
painters forming part of the inside 
painting gang engaged on the cleaning 
and painting of the girders and the 
arched glass roof of New Street station, 
Birmingham. 

In that decision the Court stated that 
it was satisfied that while the work 
upon which the painters concerned were 
engaged in general formed part of the 
ordinary and customary duties of roof 
painters, they were from time to time 
employed on work which might be re 
garded as of an exceptionally dirty or 
dangerous character within the mean 
ing of Condition 11 of Schedule F to 
the Decision of the Court No. 728. In 
order to avoid repeated questions 
arising as to the sums properly pay- 
able under Condition 11, the Court 
assessed a general sum and decided that 
the painters concerned, when engaged 
on inside cleaning or painting work 
above the protective sheeting hung 
below the fixed platforms erected be- 
tween the roof girders at a height of 


about 50 ft. above the station plat- 
forms, should receive an extra payment 
of Is. a week over and above their 
scheduled rates. 

In support of the present claim the 
National Union of Railwaymen’s repre- 
sentatives contended that since the 
issue of Decision No. 1,271 in 1926 
the work had become more dirty owing 
to its being done less frequently than 
previously, whilst there was a con- 
siderable increase in the smoke and 
fumes to which the men were exposed. 
It was also claimed that the work was 
more dangerous than previously, owing 
to the removal of glass from the roof 
and the consequent exposure to rain 
ind moisture of the boards and planks 
used by the men. As against the 
claim, it was submitted by the 
L.M.S.R. that in general the condi- 
tions of employment were much the 
same as in 1926 and afforded no ground 
for an increase in the amount of the 
illowance. The Court, by Decision 
No. 1,675, dated June 2, found that 
the claim had not been established. 


L.P.T.B. Busmen: New Agreement 
It was announced on Tuesday last, 
June 15, that the London Passenger 
Transport Board and the Transport and 
General Workers’ Union had concluded 
a new agreement covering the rates of 
pay, hours of duty, and conditions of 
service of busmen. The agreement, 
which replaces that terminated when 
the men went on strike on May 1 pro- 
vides that in respect of drivers engaged 
before June 15 the weekly wage for 
the first six months will be 82s. 6d., 
and thereafter 90s. For conductors it 
will be 78s. for the first six months 
and thereafter 84s. For drivers en- 
gaged on and after June 15 wages will 
range from 82s. 6d. a week to 90s., 
divided into periods of six months, 12 
months and 18 months. For con- 
ductors wages will range from 78s. to 
84s.,_ divided over periods of six 
months to 18 months. The normal 
working week is to consist of six 
scheduled duties, each carrying not less 
than eight hours pay at the standard 
rate. An employee is not to work two 
duties on one day. The maximum 
spreadover of duties is not to exceed 
12 hours and the maximum time 
worked is not to exceed eight hours. 
There is to be a minimum meal relief 
of 30 minutes to be scheduled in all 
duties with a spreadover in excess of 
six hours. Not less than 80 per cent. 
of the duties are to be completed within 
the spreadover of eight and a _ half 
hours. Meal relief in excess of 45 
minutes is to be counted as time 
worked. Not more than 10 per cent. 
of the duties are to exceed a spread- 
over of nine and a half hours. Re- 
maining duties are not to exceed a 
spread-over of nine and a half hours. 
Duties with a spread-over exceeding 
eight and a half hours are to be paid 
an allowance at the ordinary rate of 
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half the spread-over time in excess of 
eight and a half hours, but such ti 

is not to be reckoned as overtime ©n 
a weekly basis. These provisions a; 
to weekdays. On Sundays and pu! 
holidays there are special arrangem: 
regarding spread-overs, time work 
and meal relief. The agreement | 
vides that any dispute as to the int 
pretation of any clause shall 
discussed at a meeting between re] 
sentatives of the transport board 
the union, and, failing agreement, s| 
be referred to a board of referees « 
sisting of two members to be elect 
by the board and two by the uni 
with a chairman to be mutually agr: 
on or, failing agreement, to 
appointed by the Minister of Labour 

The executive committee of tl 
union has ratified the terms of tl 
agreement and recommends them f 
general acceptance. It has been stat 
that arrangements have been made, i 
co-operation with the board, for 
inquiry as to the effects on the healt 
of busmen of the working condition 
under the new agreement, and it 
understood that the board has promised 
that if the report of such an inquiry 
justifies the men’s claims, a_ further 
reduction of the working day from eight 
to seven and a half hours will be- con 
ceded. 

In a statement issued on Tuesday 
last, Mr. Ernest Bevin, General Secr 
tary of the union, said the executiv: 
committee ‘‘ has definitely set its fac 
against any further unofficial action and 
warns members not to be influenced by 
any of these tactics. If members get 
into difficulties through following thx 
advice or instructions of unofficial 
bodies it will not be possible for them 
to have the protection of the union 
The members must adhere to the con 
stitutional procedure and obey the rules 
of the union. In that way, their in- 
terests will be adequately protected 
For success in carrying out an agree- 
ment affecting an industry like trans 
port, so much depends on the exercise 
of common sense in its application, es 
pecially having regard to the complex 
traffic difficulties. I am quite sure that 
the agreement will be carried out by 
the men in good spirit, and I believe it 
will be interpreted by’ the board in a 
similar manner.’’ 


} 


N.U.R. Annual Report 


In the annual financial statement and 
report, which Mr. John Marchbank, 
the General Secretary of the National 
Union of Railwaymen, has just pub- 
lished, it is stated that the membership 
of the union at the end of 1936 was 
337,848, an increase of 31,876. Assets 
amounted to £2,037,993, a gain during 
the year of £185,466; a new record. 
At the conclusion of his report Mr. 
Marchbank refers to his union as ‘‘ one 
of the richest and certainly one of the 
most powerful trade unions in the 
world.’’ The annual general meeting of 
the union will begin at Plymouth on 
July 4. 
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RAILWAY AND OTHER MEETINGS 
Great Southern of Spain Railway Co. Ltd. 


The ordinary general meeting of the 

rreat Southern of Spain Railway Com- 
any Limited, was held at the Com- 
iny’s offices, 2, Broad Street Place, 
n June 14, Mr. C. H. Pearson, Chair- 
1an of the company, presiding. 

The Secretary, Mr. F. P. Higgs, read 
he notice convening the meeting and 
he auditors’ report. 

The Chairman, in moving the adop- 
ion of the report and accounts, said 
that within a few weeks of their last 
seneral meeting Spain was in the throes 
f civil war, and this deplorable con- 
lition unfortunately still existed. As 
far as their company was concerned, 
me consequence of this had been of 
supreme importance as it had involved 
the seizure of their property and under 
taking. The first effects of the conflict 
to be felt by the company were the 
virtual disappearance of through 
traffic, and with it, of the meagre 
revenue remaining after the stoppage 
of the iron ore traffic. Coupled with 
the failure of the Government to pay 
the promised financial aid, this 
naturally aggravated the company’s 
already critical situation. Then in 
August the Chairman of their Local 
Board, an engineer, and an accountant, 
all Spaniards, were detained and im- 
prisoned, and a few days later their 
workshops were requisitioned for 
Government service. Coal supplies 
were restricted, and on August 22 the 
authorities appointed an interventor to 
control the company’s cash and to de- 
vote all receipts exclusively to the pay- 
ment of wages, which by that time had 
fallen some four months in arrears. An 
interview with the Minister of Public 
Works produced no result, and on the 
contrary evoked an intimation that no 
more financial aid would be _ forth- 
coming. 

Ultimately matters were brought to 
a head by the arbitrary action of the 
local railway Workers’ Council in inter- 
vening in the delivery and payment of 
fuel supplies, which forced the General 
Manager to notify the authorities that 
the detention of coal supplies would 
force him to suspend the service on 
September 5, at the same time declin- 
ing all responsibility. The culmination 
was the taking over on the same day 
of the undertaking and property by the 
Workers’ Council, with the indulgence 
of the State representative. A certificate 
of the circumstances of the taking over 
was drawn up, and later backed by a 
notarial certificate, both documents re- 
cording a solemn protest against the 
seizure, and a most express reservation 
of rights. Subsequently protests against 
the seizure were lodged with the 
Government authorities by the Chargé 
d’ Affaires at Madrid, and by the com- 
pany’s representative. 

In August—a month before the 
Workers’ Council seized the railway—a 
decree had been issued under which 
the State took charge provisionally of 





the principal railway systems of the 
country, and on December, 26, 1936, 
a further decree was published in 
Valencia providing for the working of 
the remaining railways to be taken over 
by the State, also provisionally.  Al- 
though there had been no direct news 
from the zone of their railway since 
the seizure, they assumed that the line 
was being operated by the Valencia 
Government under the foregoing 
decrees. 

As to the condition of their property 
they knew nothing at all, except that 
they had heard indirectly that a 
number of their 35-ton mineral wagons 
had been dismantled, and the plates 
used in the construction of armoured 
trains. 

Shareholders would be gratified to 
know that the only British officers of 
the company, Mr. J. R. Gillman, the 
new General Manager, and the Accoun- 
tant, Mr. L. C. E. Lowenthal, _re- 
mained at headquarters, in Aguilas, un- 
til the railway was seized, endeavour- 
ng under conditions of extreme 
difficulty to maintain the service. They 
were evacuated soon afterwards, and 
it was with great regret that on ac- 
count of the uncertainty and financial 
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Antofagasta (Chili) & 


The annual general meeting of the 
Antofagasta (Chili) & Bolivia Railway 
Company, Limited, was held at Win- 
chester House, Old Broad _ Street, 
London, E.C., on June 15, Mr. A. W. 
Bolden, Chairman and Managing 
Director, presiding. 

The Secretary (Mr. C. Cowley) read 
the notice convening the meeting and 
the auditors’ report. 

The Chairman, in moving the adop- 
tion of the report and _ accounts, 
described the results for the year as in 
some ways disappointing. More traffic 
was carried, and yet the results in 
pounds sterling were not so good. The 
chief explanation was exchange, and 
primarily Bolivian exchange. The 
Bolivian dollar had deteriorated from 
the official rate of 20.26 to the pound 
in 1935, to 50 to the pound in 1936. 
The company had been granted higher 
surcharges, but these had been largely 
offset by higher salaries and wages in 
both countries. They would have to 
increase their Bolivian tariffs six times 
to get back to anything like their 
former sterling receipts. 

There had been an increase of some 
11,000 tons in the tonnage of mining 
articles carried, largely on account of 
more articles transported to the Chilean 
Exploration Company, and this might 
be a prelude to an increased output of 
copper bars. Bolivia had been import- 
ing more supplies following the cessa- 
tion of hostilities with Paraguay. 
With regard. to nitrate traffic, he 
wished to remind shareholders that this 
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stringency the directors were compelled 
to terminate the contracts of these 
officers. 

Turning to the accounts he needed 
hardly emphasise the fact, explained 
in the report, that in the absence of 
data from Spain, the balance sheet 
could not be taken as representing the 
real position, and no useful purpose 
would be served by detailed compari- 
sons. The traffic receipts shown as 
collected in London were in respect of 
the iron ore carried prior to the seizure. 
The loss for the year amounted to 
£12,516, for revenue and expenditure 
on this side only, including accrued 
interest on the first mortgage debenture 
stock postponed under the moratorium 
scheme. The accumulated debit 
balance on net revenue account now 
stood at £134,769. The remaining 
resources of the company were now 
diminished to the meagre total of 
£2,500. 

The conditions still prevailing in 
Spain had delayed the prosecution of 
the claim arising out of the seizure of 
the company’s property, but every- 
thing posible was being done by His 
Majesty’s Government for the protec- 
tion of British interests, and _ the 
directors had every confidence that the 
company’s claim would be accorded 
full support. 

The report and 
unanimously adopted. 


accounts were 


Bolivia Railway Co. Ltd. 


traffic, which used to constitute half 
the total handled by the company, had 
fallen to about 20 per cent. There 
used to be about 30 nitrate officinas 
working at one time in the company’s 
zone, but only three were in operation 
in 1936. 

Working expenses showed an_ in- 
crease of 5.04 per cent. in relation to 
receipts. When the sliding scale of in- 
creased wages, with a maximum of 120 
per cent., had been imposed in Bolivia, 
the company had at first been allowed 
to limit the maximum to 80 per cent. 
in view of the concessions it made to 
its employees. But’ at length the“ 
higher figure was made compulsory, 
and had later been increased by 
another 25 per cent. The increased 
surcharges that had been agreed with 
the Government certainly did not com- 
pensate for the additional outlay. 
Representations were now being made 
to the Chilean Government against the 
imposition of similar wage conditions 
there. 

Results of the shipping business had 
not been so good, but receipts from the 
waterworks business were £2,000 
higher, with expenses decreased by 
nearly £6,000. 

The results of the present year 
should be as good as the last, and the1e 
was hope of some gradual improve- 
ment, particularly if tin kept up in 
price. 

The report and accounts’ were 
unanimously adopted, and a vote of 
thanks to the board was carried. 
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NOTES AND NEWS 


Railcar in Collision with Motor- 
car.—When a railcar came into collision 
with a small motorcar near Caen on 
June 15, the railcar was derailed and 
the motorcar wrecked Five persons 
were injured 

German Train in Collision with 
Runaway Wagons.—A _ local train 
came into collision with seven wagons 
which had broken away from a goods 
train, near Hirschberg, Silesia, on 
June 11. Four passengers were killed, 
and nineteen injured 


The Ton-Miling of Coal Class 
Traffic.—In the article on the ton- 
miling of coal class traffic appearing on 
page 1116 of our issue of June I1, 
Is. lld. in the eighth line of the second 
paragraph should read 1-Ild., and 
ls. 5ld. in the seventeenth line should 
read 1-5ld 

United Railways of the Havana. 
[The Stockholders’ Committee of the 
United Railways of the Havana & Regla 
Warehouses Limited has extended for 
a further period of one year the opera- 
tion of the scheme of arrangement, dated 
June 27, 1930, as amended and extended 
by the schemes of 1932 and 1935. 


Central 
scheme of 


Uruguay Railway.—The 
arrangement for the _ re- 
organisation and capital reconstruction 
of the Central Uruguay Railway Co 


of Monte Video Ltd. and its allied 
companies was sanctioned by Mr 
Justice Clauson on June 14. The 


scheme was described in THE RAILWAY 
GAZETTE of May 7, 1937 


German Rack Railway.—On May 
12 the Wendelsternbahn, the first Ger- 
man rack railway in the Bavarian Alps, 
celebrated its 25th anniversary. Of the 
total length of 6} miles, 24 miles are 
plain adhesion rails and 3} miles rack 
railway with a maximum grade of 1 in 4 
It is worked electrically on the 1,500- 
volt d.c. system 


Over 8,000 L.M.S.R. Day Excur- 
sions.—The L.M.S.R. has made ar- 
rangements for running 7,474 day and 
1,145 half-day excursions during the 
summer. The places to which these are 
being run include Southend-on-Sea 





2,289) : Slax kpool (1,022) a Llandudno 
(663) ; Morecambe (455); Southport 
(386) ; and Belfast, via Heysham (224). 

New G.W.R. Halts.—Heolgerrig 


halt, between Cefn Coed and Merthyr, 
was opened on May 31; and Dilton 
Marsh halt, between Westbury and War- 
minster, was opened on June 1. At Peb- 
worth, between Honeybourne and Long 
Marston stations, a new halt is to be 
built by the G.W.R. This will have 
two platforms 150 ft. in length, and will 
be provided with passenger shelters. 


Vienna-Paris Express Derailed. 
Six coaches of the Vienna-Paris express 
were derailed between Wald-am-Arlberg 
and Dalaas, Austrian Federal Railways, 
on June 14. Although the derailment 
occurred near the edge of a 500-ft. 


precipice, the coaches did not overturn, 
and the only casualties were five 
passengers injured, four of them only 
slightly injured. International trains 
were diverted through Bavaria during 
repairs to the line. 


Reconstruction of Noel Park 
Station.—The L.N.E.R. has decided 
to reconstruct Noel Park station which 
is on the line from Liverpool Street to 
Palace Gates. The scheme provides for 
complete renewing of the platforms, 
buildings thereon, and the staircase. 
The station serves a busy area and 
approximately a quarter of a million 
passengers made use of it during the 
year 1936. 


Halle Goods Station Destroyed 
by Fire.—A serious fire destroyed 
Halle station, German State 
Railway, on June 10, causing also some 
loss of life and considerable damage to 
property. Five officials were killed 
by exploding cylinders of carbonic 
acid gas and compressed air. The full 
casualty list has not been announced. 
Four motor lorries, 145 wagons and 
760 tons of goods were destroyed. The 
fire, the cause of which is not known, 
did damage estimated at £400,000. 


gor ds 


Men Run Down on L.N.E.R. near 
Doncaster.—The Doncaster district 
coroner, Mr. W. H. Carlile, held an 
inquest there on June 10 on the two 
men killed at Joan Croft crossing on 
June 8. They were run down by a 
down express on the main line from 
London A train had _ been 
shunted to allow an up express to pass, 
and was then backed towards the up 
main line. Guard Caudwell, of the 
goods train, shouted to the men to 
warn them of the down train. Driver 
Bottomley sighted a man on the track 
500 yd. away and whistled continu- 
ously. He could not explain why he 
did not see the other man, but thought 
the first one jumped clear so ran for- 
ward ; he was stopped at Templehurst 
and told he had struck them. Noise 
might have prevented them from hear- 
ing the express. The jury returned a 
verdict of ‘* Accidental death.’’ 


go rds 


Naming of Streamlined Loco- 
motive ‘‘ Dominion of Canada ’’ at 
King’s Cross Station.—The Hon. 
Vincent Massey, High Commissioner for 
Canada, at an interesting ceremony 
which took place at King’s Cross station, 
L.N.E.R., on June 15 last, gave the 
name Dominicn of Canada to the first 
of the Pacific locomotives being built 
at Doncaster for hauling the Coronation 
streamlined express between London 
and Edinburgh. Unveiling the loco- 
motive nameplate, Mr. Massey, who 
was introduced by Mr. William White- 
law, Chairman of the L.N.E.R., con- 
gratulated all who had been concerned 
in the construction of such a fine loco- 
motive and warmly commended the 
enterprise of the L.N.E.R. management 
in instituting such a remarkably fast 
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service linking the English and Scottish 
capitals. Among those present on 
occasion were : 

Mr. Frederick Hudd (Chief Trade Con 
sioner for U.K.), Mr. Ross McLean H i 
Commissioner’s Secretary), and Mr. ] 
Patteson (European Manager, C.P.R.). 

Representing the L.N.E.R. were :—Mr. \ 
liam Whitelaw, Sir Murrough Wilson, Sir R 
Wedgwood, Sir Nigel Gresley, Mr. O. Bul 
Mr. R. A. Thom, Mr. C. H. Newton, Mr. O 
Corble, Mr. A. P. Ross, Mr. C. J. Selw 
Mr. V. M. Barrington-Ward, Mr. R. J. M. lh 
Mr. A. H. Peppercorn, and Mr. C. M. Sted: 

The locomotive, which carries 
number 4489, is painted royal blue wi 
red and white lining. The wheels 
red and the frames black. All unpaint 
metalwork is chromium-plated. 
interesting feature is the chime whist 
fitted in front of the chimney. Th 
was presented to the L.N.E.R. by tl 
management of the Canadian Pacifi 
Railway and is of the same type 
fitted on the locomotives which dra, 
that company’s trans-continental ex 
presses. At the close of the event 
Mr. Whitelaw sent a telegram to Lor 
Tweedsmuir, the Governor-General of 
Canada, at Ottawa, notifying him of th 
ceremony. 
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Buenos Ayres & Pacific Mora- 
torium.—The Stockholders’ Com- 
mittee recommends an extension from 
June 30, 1937, to June 30, 1938, of the 
moratorium for payments of interest on 
the Buenos Ayres & Pacific Railway 
Company’s 4} per cent. consolidated 
debenture stock and 5 per cent. (1912 
debenture stock. All arrears and interest 
have been paid on the 43 per. cent 
second debenture stock which ranks 
immediately before the consolidated 
debenture stock, and the present fin 
ancial position of the company allows 
of the regular payment in full of the 
interest on the second debenture stock 
Considerable progress has been made in 
the reduction of outstanding arrears 
on the consolidated debenture stock. 


G.W.R. Ambulance Gold Medal- 
lists’ Outing.—The Mayor of Swansea, 
Councillor Richard Henry, accorded a 
civic reception to the 400 ambulance 
gold medallists of the Great Western 
Railway on the occasion of their 
fifteenth outing on June 5. The Mayor 
and Mayoress were guests of honour 
at the luncheon which took place at the 
Mackworth Hotel, and was presided over 


by Mr. J. T. Edmunds, Assistant Dock 
Manager. Among those present were 
Miss C. A. Ault, Ambulance Centre 
Secretary; Mr. R. Jones, and Mr. 


G. H. Iles, Dock Manager’s Office ; 
and Mr. W. F. Morgan, Divisional 
Superintendent’s Office. Messages of 
congratulation and good wishes were 
conveyed from Mr. J. F. Lean, late 
Principal Assistant to the General 
Manager; Mr. H. Adams Clarke, Stafi 
Assistant to the General Manager ; 
and Mr. W. G. Chapman, late Centre 
Secretary. An enjoyable coach tour 
round the Gower coast, and a visit to 
the Civic Centre at the invitation of 
the Mayor, succeeded luncheon. The 
arrangements were in the hands of the 
Swansea Divisional Ambulance Com- 
mittee, Mr. J. Long, and his committee. 
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British and Irish Traffic Returns 
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lotals for 23rd Week 


BRITAIN | 


rREAI 
| 1937 


1936 





M.S.R. (6,874 mls.) | f f 
Passenger-train traffic.. 516,000 496,000 
Merchandise, &c. 514,000 501,000 
Coal and coke 231,000 | 230,000 
ods-train traffic 745,000 731,000 
tal receipts 261,000 | 1,227,000 


N.E.R. (6,315 mls 
Passenger-train trathe... 

Merchandise, &c. 

Coal and coke 

vods-train traffic 

tal receipts 


346,000 | 
346,000 
233,000 
579,000 | 
925,000 | 


321,000 
328,000 
225,000 
553,000 
874,000 


7.W.R. (3,738 mls 


Fotals to Date 





Inc. or Dec.| 1937 | 1936 Inc. or Dec. 
| 
| | | 
{ | f | / f 
20,000 | 10,308,000 9,877,000 |+ 431,000 
13,000 | 11,210,000 | 10,922,000 |+ 288,000 
1,000 6,214,000 | 5,761,000 |+4+ 453,000 
14,000 | 17,424,000 | 16,683,000 | 741,000 
34,000 27,732,000 | 26,560,000 |-+ 1,172,000 
| 
25,000 | 6,740,000 6,451,000 | 4+ 289,000 
18,000 | 7,767,000 7,450,000 + 317,000 
8,000 5,849,000 | 5,494,000 |4+ 355,000 
26,000 | 13,616,000 12,944,000 |4+ 672,000 


51,000 | 20,356,000 | 19,395,000 961,000 


,297 000 4,139,000 |4- 158,000 








ssenger-train tra ffi 222 000 207,000 15,000 4 
Merchandise, &c 210,000 203,000 7,000 | 4,510,000 | 4,346,000 |+ 164,000 
Coal and coke 112.000 | 95,000 17,000 | 2,598,000 | 2.350.000 } 248,000 
(,oods-train traffic 322,000 298,000 24,000 | 7,108,000 | 6,696,000 | 412.000 
lotal receipts 544,000 505,000 | 39,000 11,405,000 | 10,835,000 |+4+ 570,000 
S.R. (2,153 mls | | 
assenger-train traffic. 334,000 318,000 16,000 | 6,643,000 | 6,259,000 384,000 
Merchandise, &« 64,000 67,000 3,000 1,370,500 1,429,000 58,500 
Coal and coke 27,000 25,000 | 4 2.000 | 726,500 732,000 5,500 
;oods-train tra ft 91,000 92,000 1,000 2,097,000 2,161,000 64,000 
lotal receipts 425,000 410,000 15,000 8,740,000 8,420,000 |+ 320,000 
| 
iverpool Overhead 1,363 1,138 |-4 225 | 27,915 | 25,946 |4 1,969 
64 mls. | | 
Mersey (44 mls 3,836 3,673 163 96,844 93,233 |4 3,611 
London Passenge! | 
lransport Board 578,900 556,300 22,600 | 27,601,300 | 27,332,000 |+ 269,300 
IRELAND | 
Belfast & C.D pass. 2,650 2,919 269 45,915 $6,762 847 
80 mls 
goods $50 529 79 11,541 13,020 1,479 
total 3,100 3,448 348 57,456 59,782 2.326 
| 
rreat Northern pass 9 650 | 10,000 350 | 202,100 201,100 | 4 1,000 
543 mls | | 
goods 9,100 8,650 450 217,550 233,950 16,400 
total 18,750 18.650 100 419.650 $35,050 15,400 
(reat Southern — pass 35,474 34,986 488 685,643 694,078 8,435 
2,075 mls 
goods 39,279 39,653 374 953,241 970,314 | 17,073 
total 74,753 74,639 114 1,638,884 1,664,392 25,508 
| 
* 50th week (before pooling +t 24th week 
the wire and cable runs, were much 


Institution of Railway Signal 
Engineers 

By invitation of the Southern Rail- 
way, a large party assembled at 
Waterloo station on Saturday, May 29, 
under the leadership of Mr. H. M. 
Proud, President of the institution, 
supported by the Vice-President, Mr. 


G. H. Crook, and a number of 
Members of Council, to inspect the 
electric power signalling installation, 


which was described in THE RatLway 
GAZETTE for November 13, 1936. 
[Through the kindness of Mr. W. 
Challis, Past President, and Mr. E. W. 
Hallam, Member of Council, a_pro- 
gramme had been specially prepared to 
enable the visitors to see everything of 
interest in parties of moderate size, and 
this was carried out without a hitch. 
In addition to inspecting the actual 
installation, the visitors could operate 
point motor mechanisms, signals, a 
junction indicator, and a _ route 
indicator, mounted separately, for that 
purpose. The roominess of the new 
signal box, the neatness of the equip- 
ment, and the careful arrangement of 


commented on. Having inspected the 
Waterloo installation the parties pro 
ceeded to Clapham Junction ‘‘A”’ 
signal box, where an all-electric type 
frame has replaced the two low pressure 


electro-pneumatic (originally all-pneu- 


matic) frames, although electro-pneu- 
matic point and shunt signal 
inechanisms have been retained, im- 


proved or altered to some extent. The 
train describers, both here and at 
Waterloo, were also demonstrated. 
From Clapham Junction about half the 
party proceeded to Hampton Court 
and assembled at 7.30 p.m. for supper 


at the Court Restaurant, with Mr. 
H. M. Proud in the chair, who asked 
Mr. W. Challis to convey the thanks 
of the institution to Lt. Col. G. L. 
Hall, Assistant Engineer (Signals and 


Telegraphs), Southern Railway, for his 
kindness in allowing the installation to 
be inspected, and making the necessary 
arrangements. Mr. Challis, responding, 
said that the details had been in the 
hands of Mr. Hallam and, as they saw 
for themselves, had given universal 
satisfaction. 
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British and Irish Railway 
Stocks and Shares 


Prices 
Stocks > 8 2 | June Ri 
a je |" | oe 
? Fall 
1937 
G.WR. | 
Cons. Ord. wee, G4lg 45lo 6034 | —lo 
5% Con. Prefce. ...|12612 (11634 |L18l2 | —2 
5% Red. Pref.(1950)\113 10812 |11llg | — 
4% Deb. ... «11912 (11012 {10812 | —1 
44% Deb.... ooolhon 114 113 a 
44% Deb.... .-|129 121 11912 — 
5% Deb. ... [141 134 13012 
24% Deb.... eoe| 791g 74 7012 - 
5% Rt. Charge .../136l2 130 12912 - 
5% Cons. Guar. ...|13514 [12734 {127 —l2 


L.M.S.R. 
Ord. aes ae, 331, | —12 
4% Prefce. (1923) | 83 5212 | 76le2 lo 
4% Prefce. oe) 9234 81 861. ly 
5% Red. Pref.(1955)|10914 (10314 |104* - 
4% Deb. ...  —... 11134 1058 103" | —112 
5% Red.Deb.(1952)1195g (11512 (11212 - 
4% Guar. ... 10634 LO15g (100 Ilo 
L.N.E.R. 
5% Pref. Ord. ...| 14 9 10 —l4 
Def. Ord. ... vol 7a 434 5 
4% First Prefce. 7914 | 5514 | 70 l 


4% Second Prefce.| 317g 1814 | 25 —1g 
5% Red. Pref.(1955)|10012 | 7734 | 96 


4% First Guar. ....10412 | 9834 | 9912 1 
4% Second Guar. | 99 90 92 —1] 
3% Deb. ... ---| 8534 | 79 7812* | —1 
4% Deb. ... .--/10934 10412 [10219* | —1 
5% Red.Deb.(1947) 11614 11012 (1091 —_ 
44% Sinking Fund |11112 1071, |107* 
Red. Deb. 
SOUTHERN 
Pref. Ord.... «--| 9834 8212 92 —_ 
Def. Ord. ... coe] 275g 201g 2215 —l4 
5% Pref. ... ---|12034 [11812 (11712 —2 
5% Red. Pref.(1964)|11934 (11514 [11512 — 
5% Guar. Prefce. (136 12912 (127 1 
5% Red.Guar. Pref. |120 11534 L151, — 
(1957) 
4% Deb. ... .+-/1173y3g 10912 105* —-2 
5% Deb. ... ... 140 134 12612* | —1 
4% Red. Deb. 11612 110 10819* 
1962-67 
Bevrast & C.D. 
Ord. 9 412 4 — 
FortH BRIDGE 
4% Deb. ... --{107 105 10212 _— 
4% Guar. ... LO75;g 104 10212 — 
G. NORTHERN 
(IRELAND) 
Ord. ove oe} 1919 934 8 — 
G. SOUTHERN 
(IRELAND) 
Ord. <_ ose] GS 41 42 
Prefce. ... occ] 6S 46 4815 
Guar. sie ooo] D71g | Sl 7319 
Deb. eae ee| 9934 8314 89 —lo 
L.P.T.B. 
44% “A” o[1273q (121 1161, - 
5% “A”... ...(1381q (133ig |12612 | — 
44% “T.F.A.” ...|11112 |1081g |106 - 
a a cas 13134 12334 (11712 
“ie .11212 | 93 2 —! 
| 
MERSEY 
Ord. a .-. 4034 23 2812 
4% Perp. Deb. ...103 98 99 -- 


3% Perp. Deb. ...| 78 745g | 75l2g “= 
3% Perp. Prefce. | 687g 6314 | G4tg . 


* ex dividend 
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THE RAILWAY GAZETTE 


CONTRACTS AND TENDERS 


The Drewry Car Co. Ltd. has received 
orders for eleven 0-4-0 type diesel 
shunting locomotives, eight being re- 
quired for the Buenos Ayres Great 
Southern Railway and three for the 
Buenos Ayres Western Railway. 


Nasmyth Wilson & Co. Ltd. has 
received an order from the South Indian 
Railway Administration to the inspec- 
tion of Messrs. Robert White & Partners 
for two 2-6-4 1 
motives 


metre-gauge loco- 


P. & W. Maclellan Limited has 
received orders from the Egyptian 
State Railways Administration for iron 
and mild steel bars (Ref. No. E.S.R. 
1.345. Total price £459 f.o.b. Antwerp, 
Middlesbrough, or Glasgow). 


Che Chloride Electrical Storage Co. 
Ltd. has received orders from the Indian 
Stores Department for 23 sets of lead 
acid cells 


Samuel Osborn (India) Limited has 
received orders from the Indian Stores 
Department for a total of 600 carriage 
and wagon tyres 


Hurst, Nelson & Co. Ltd. has received 
an order for 50 steel bogie tank wagons 
for the transport of petroleum, from 
the Buenos Ayres Great Southern 
Railway. 


Hurst, Nelson & Co. Ltd. has also 
received an order from the Assam Bengal 
Railway Administration, to the inspec- 
tion of Messrs. Rendel, Palmer & Tritton, 
for 96 pairs of wheels and axles, required 
for bogie petrol tank wagons 


The Canadian National Railways has 
placed an order for 50 air-conditioned 
first class carriages. 


faylor Bros. & Co. Ltd. has received 
an order for 80 steel axles for motor 
bogies from the Buenos Ayres Western 
Railway 


Tavlor Brothers & Co. Ltd. has also 
received an order for approximately 
1,400 tyres for locomotives, carriages, 
and wagons from the Leopoldina Rail- 
way. 


W. & T. Avery Limited has received 
an order from the Indian Stores Depart- 
ment for one weighbridge. 


Vereinigte Deutsche Metallwerke A.G. 
has received an order from the Egyptian 
State Railways Administration for cop- 
per tubes (Order No. 17.174. Total 
price £588 f.o.b. Retterdam/Antwerp.) 

George Kofler has received a contract 
from the Warsaw Ministry of Transport 
for the supply of Kofler mechanical 
train control equipment required for 
the 74-km. Tluscz—Ostrolenka line and 
all the steam locomotives employed on 
that section of the Polish State Rail- 
ways. 


The Vulcan Foundry Co. Ltd. has 
received an order for 12 two-cylinder 


4-6-2 locomotives with bogie tenders for 
passenger service and eight two-cylinder 
4-8-) locomotives with bogie tenders 
for passenger and mixed service, for 
the Buenos Ayres Great Southern 
Railway. 


The Vulcan Foundry Co. Ltd. has also 
received an order from the Madras & 
Southern Mahratta Railway Adminis- 
tration, to the inspection of Messrs. 
Rendel, Palmer & Tritton, for duplicate 
parts for locomotives. 


The Chinese Government Purchasing 
Commission has placed orders for the 
King Kan Railway, through Matheson 
& Co. Ltd. as follows : 

G. D. Peters & Co. Ltd., four electric welding 
plants. 

Butler Machine Tool Co. Ltd., four shaping 
machines 

H. Berry & Co. Ltd., three locomotive axle 
bearing presses 

Kitchen & Wade Limited, two 4-ft. 6-in. 
radial drilling, boring, tapping and studding 
machines. 

Selson Machine Tool Co. Ltd., four combined 
wet and dry tool grinding machines. 

Ransomes & Rapier Limited, three 30-metre 
turntables and three sets of hand-operated 
locomotive hoists 


The Brush Electrical Engineering 
Co. I.td. is reported to have received a 
further order for a 15,000-kW (C.M.R.) 
turbo-alternator set from the New 
South Wales Government Railways 
Department. 

Whitelegg & Rogers Limited has 
received orders for Ajax patent axlebox 
grease lubricators required for twenty 
Class 23 locomotives under construction 
by Henschel & Sohn A.G. for the South 
\frican Railways & Harbours Board 
and for four XD class locomotives 
being built by the Vulcan Foundry 
Co. Ltd. tor the Madras & Southern 
Mahratta Railway. 


An additional train ferry boat to ply 
between Nanking and Pukow is to be 
purchased by the Tientsin-Pukow Rail- 
way at a cost of $300,000 of which 
$200,000 will be loaned by Chinese 
bankers. 


Innes & Riddle (China) Limited has 
received a $2,500,000 contract from the 
Ministry of Railways for the supply of 
equipment for the central locomotive 
and wagon repair shops at Chuchow. 
Machine tools and electrical equipment 
are the principal requirements. 


T. Beynon & Company has _ been 
awarded a contract for the supply 
of 530,000 metric tons of coal to the 
Egyptian State Railways Administra- 
tion. The placing of this order with 
Beynon’s follows the decision of the 
Egyptian Railways to increase the 
quantity required from 275,000 metric 
tons, for which tenders were opened 
recently, to 530,000. Beynon’s had 
quoted 24s. 6d. f.o.b. for the smaller 
quantity compared with an offer of 
21s. 8d. by a Westphalian company. 


June 18, 1937 


Howell & Co. Ltd. has received an 
order for 1,020 galvanised solid-dra.n 
steel boiler tubes from the Cordo\a 
Central Railway. 


The Hooghly Dock & Engineering ( 
Ltd. has received an order from 1 
Indian Stores Department for 200,000 
cotters. 


Heatley & Gresham Limited his 
received an order from the Indian Stores 
Department for 200 carriage and wag 
tyres. 


Taylor Bros. & Co. Ltd. has received 
an order for 50 pairs of wheels and ax! 
for 30-ton bogie covered goods wago 
from the Cordoba Central Railway 


j 


The Chief Controller of Stores, Indi: 
Stores Department (Engineering S« 
tion), Simla, invites tenders, receivab 
by July 8, for the supply of one wir: 
and thin rod testing machine, requir 
for the North Western Railway of Indi: 


The Chief Controller of Stores, India: 
Stores Department (Miscellaneous Se: 
tion), Simla, invites tenders, receivabk 
by July 12, for the supply of iron and 
steel sections, required for the East 
Indian, Eastern Bengal, North Western 
and Great Indian Peninsula Railway 
during the period from October | 
1937, to September 30, 1938. 


The Chief Controller of Stores, Indiai 
Stores Department (Electrical Section 
Simla, invites tenders, receivable by 
July 1, for the supply of five sets of 
electric generating equipment. 


Tenders are invited, receivable at 
the Agent’s office, East Indian Railway 
105, Clive Street, Calcutta, by July 8 
for the supply of locomotive fittings 
required for the year 1937-38. 


Tenders are invited, receivable by 
July 15, by the Eastern Bengal Railway 
Administration, Calcutta, for the fabri 
cation, supply and erection of one 
85-ft. diam. mixed gauge (B.G. and 
M.G.) engine turntable at Parbatipur. 


Tenders are invited by the Agent 
Madras & Southern Mahratta Railway 
Administration, receivable by June 25, 
for the supply in India of six four 
wheeled broad-gauge oil tank wagons 
without wheels and axles. 


Tenders are invited by the Bombay 
Baroda & Central India Railway Ad 
ministration, receivable by July 8 at 
the White Mansion, 91, Petty France, 
Westminster, S.W.1, for steel materials, 
wrought iron or mild steel piping, 
bolts, nuts, rivets, helical springs, and 
wagon tyres and axles. 


Tenders are invited by the Chief Con 
troller of Stores, Indian Stores Depart 
ment (Electrical Section), Simla, receiv 
able by August 14, for the supply during 
the period November 1, 1937—-October 
31, 1938, of general lighting, train light- 
ing, locomotive headlight and cablight, 
automobile, beacon and floodlight and 
miscellaneous electric lamps required by 
the State Railways and Military Engineer 
Services in India. 
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June 18, 1937 


London and North Eastern Railway 
Company. 

W Orcs IS HEREBY GIVEN that the 

Directors have fixed lst July, at the close 
of business, as the date for striking the 
Baiances of the Company’s Guaranteed, Prefer- 
ence and Ordinary Stocks. Interim Dividends 
deciared for the half-year ending 30th June, 
19 will be payable only to the Stockholders 
whose names are registered in the books of the 
Company on the date so fixed. 

eeds of Transfer should, therefore, be lodged 
with the Registrar of the Company at Hamilton 
Buildings, Liverpool Street Station, London, 
)...2, before 5.0 p.m. on Ist July. 

By Order, 
JAMES McLAREN, 
Secretary. 
\larylebone Station, 
London, N.W.1. 
18th June, 1937. 





] RAUGHTSMEN, Senior and Detail men 

required for aircraft constructional work. 
Apply stating full particulars to: EXPERIMENTAL 
AinCRAFT DRraWinG Orrice, THe BristoL AERO- 
pLane Co., Lrp., Filton House, Bristol 


THE RAILWAY GAZETTE 


OFFICIAL NOTICES 


HE MADRAS & SOUTHERN MAHRATTA 
RAILWAY COMPANY LIMITED invite 
Tenders for :— 
24,000 TIE BARS FOR POT SLEEPERS— 
BROAD GAUGE. 


Specification and Form of, Tender can _ be 
obtained at the Company’s Offices, 25, Bucking- 
ham Palace eed. Westminster, London, 8.W.1. 

Fee ONE GUINEA each, which will’ not be 
returned. 

Tenders must be submitted not later Ly 
2 o’cleck p.m. on TUESDAY, 13tm JULY, 1937. 

The Directors do not bind Farin to 
accept the lowest or any Tender and reserve 
to themselves the right of reducing or dividing 
the order. 

By Order of the Board, 
G. W. V. DE RHE PHILIPE, 
Secretary. 





No. 237,925. ‘*Improvements in Combined 
Buffing and Draft Rigging for Railway Cars ’’ 


HE owners of the above patent are desirous 

of arranging, by license or otherwise, on 
reasonable terms, for the manufacture and com- 
mercial developme nt of the invention. For par- 
ticulars address in the first instance to HERBERT 
Happan & Co., 31 & 32, Bedford Street, Strand, 
London, W.C.2. 
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Crown Agents for the Colonies 


COLONIAL G ‘OVE RNMENT 
APPOINTMENTS 


PPLICATIONS from qualified candidates 
a are invited for the following post :— 

M/4967. SECTION ENGINEER required by 
the Government of Nigeria for the Railway 
Department for two tours of 12 to 24 months 
each with probability of further employment. 
Salary £475 a year for two years, then £500— 
£25—£600—£30—£840 a year Free passages and 
quarters and liberal leave on full salary. Can- 
didates, aged 23-35, should be Corporate 
Members of the Institution of Civil Engineers 
or possess an Engineering Degree recognised as 
granting exemption from Sections A and B of 
the A.M.I.C.E. examination, and have had 
practical experience in railway and bridge 
maintenance, reinforced concrete design and 
construction. Candidates who are students of 
the Institution of Civil Engineers and have had 
the requisite practical experience are also 
eligible for consideration. 

Apply at once by letter, stating age, whether 
married or single, and fuil particulars of quali- 
fications and experience, and mentioning this 
paper, to the CROWN AGENTS FOR THE COLONIES, 
4, Millbank, London, 8.W.1, quoting the refer- 
ence number against’ the appointment for which 
application is made. 








L.M.S.R. Motive Power 
League 

The large measure of success which 
1as been secured by the L.M.S.R. in 
the reduction of engine casualties was 
exemplified at a ceremony at Euston 
recently, when shields commemorating 
their success were presented to the 
l superintendents of the dis- 


locomotive 
tricts which occupied the ten leading 
positions in the L.M.S.R. Motive Power 
League (for the reduction of engine 

second year of this 


casualties). The 
mmpetition has just concluded, and 


the most successful district has been 
Plaistow (Mr. J. E. Wood, District 
Loco. Supt.),. which embraces. the 


London Tilbury & Southend, and 
the North London sections. 

Mr. C. R. Byrom (Chief Operating 
Manager), who presided, said that it was 
1 matter for sincere congratulation that 
in the four weeks ended May 15, 1937, 
which included the football finals and 
Coronation Day, and which was the 
heaviest four weeks for passenger traffic 
in the history of the L.M.S.R., the 
number of engine casualties was also the 
lowest on record. The way in which 
the locomotive staffs had risen to the 
occasion of the Coronation traffic, and 
the way in which both engines and men 


stood up to the test, was simply 
wonderful, added Mr. Byrom. 

Mr. D. C. Urie (Superintendent of 
Motive Power) reviewed the steady 


eduction in engine casualties on the 
L.M.S.R., and mentioned that in the 
vear under review the mileage per 
casualty had been increased 23.6 per 
ent., while the total casualties showed 
reduction of over 800. This improve- 
ment had been more than maintained 
in the first 16 weeks of 1937, when 
there had been only half the number of 
10t-box failures experienced in the 
orresponding period a year previously. 
Tribute to the good work done by 
the Operating Department in reducing 


engine casualties was paid by Mr. 


E. Jj. oH. Lemon, Vice-President 
(Railway Traffic Operating and Com- 
mercial), who, in presenting the shields 
to representatives of the ten leading 
districts, expressed the gratitude of the 
directors, the members of the executive 
and the chief officers for what had been 


done in this respect. Mr. Lemon 
stressed the value of the team spirit 
which existed, and of the beneficial 


effect upon working of the close and 
friendly rivalry among the various dis- 


tricts. Mr. Ernest Taylor (Chief 
Accountant) also associated himself 
with Mr. Lemon’s remarks. 

Among those present were :— 

- gore. S.-H. Fisher, F. A. Pope, W. Land, 


Parkhouse, H. Rudgard, 
i. Phillipps, W. Pate rson, J. G. Barr, F. W. 
Abe tham, and members of the headquarters’ 
staff, together with all the district locomotive 
superintendents. 


J. H. Robinson, S. I 








Parliamentary Notes 


Royal Assents 

The Royal Assent was given on 
June 10 to the following, amongst other, 
Acts of 1937: Great Western Railway ; 
London Midland & Scottish Railway 
Order Confirmation ; Mansfield District 
Traction ; Southern Railway. 
London Transport Bill 

The Select Committee of the House of 
Lords, presided over by Lord Cozens- 
Hardy, which has been considering the 
London Passenger Transport Board Bill, 
approved on June 10 the proposal to 
extend the Morden-Edgware line to 
Aldenham. 
L.N.E.R. Bill 

The only opposition to this Bill when 
it came before a Select Committee of 
the House of Lords on June 9 was that 
of the Nottingham Corporation. It 
related to the wording of the clause 
which provides for the leasing of a por- 
tion of the Nottingham Canal to the 
Trent Navigation Company and the 
abandonment of the remainder for 
navigation purposes. It was explained 


that the cost of maintaining the 12 miles 
31 chains of the western portion of the 
canal was £3,500 a year, and the receipts 
during recent years had been £3. The 
railway company was prepared to insert 
additional words providing for the con- 
tinuance of its existing statutory obliga- 
tions ‘‘ except in so far as those obliga- 
tions are inconsistent with the provisions 
of this section.” The committee 
accepted this addition in preference to 
that proposed by the Corporation, which 
more specifically exempted the western 
portion of the canal from the mainten- 
ance obligations. The Bill, as amended, 
was ordered to be reported to the House 
for third reading. 
L.M.S.R. Bill 

All opposition to this Bill having been 
withdrawn in the House of Lords, it 
came on June 9 before the Unopposed 
Committee, and was reported with 
amendments. It authorises the com- 
pany to construct works at Morecambe, 
and to enlarge its present powers of 
charging rates and dues at Holyhead 
Harbour. 








Forthcoming Events 


June 17-21.—Stephenson Locomotive Society 
Summer Tour in Scotland. 

June 26-July 11.—Institute of Transport, in 
Germany. Congress. 








Ex1pE ANNUAL CONVENTION.—The 
Chloride Electrical Storage Co. Ltd. 
(Exide and Drydex Batteries) held its 
annual convention at Folkestone on 
June 9-11. Service agents and members 
of the Exide company from all over 
the world attended the business sessions 
at the convention to talk over policy 
and ways and means of increasing 
battery sales and service. On the even- 
ing of June 10, the delegates attended 
a banquet given by the company at 
the convention headquarters, Hotel 
Metropole, followed by a ball and 
cabaret in the Leas Cliff Hotel. 
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Foreign railway stocks’ were tin 


Railway Share Market lower on balance, but on Wedn iv 


there was somewhat better demand re- 


ported for Argentine issues on the rise in 
The stock and share markets have been better demand was reported for both the the price of wheat, and the belief at 
unresponsive to good reports from trade 4 per cent. and 1923 preference stocks, results for the year ending this month 
centres and the many excellent company it being realised that if current talk of a should show encouraging progress. n- 
results which have come to hand. The possible 2 per cent. dividend on the tral Argentine 4} per cent. preference and 
general tendency was to await publication ordinary for the current year were 6 per cent preference are expect to 
of details of the new profits tax, which realised, there would be a favourable in- receive their full dividends for the wear 
appeared on Wednesday well after markets crease in the cover for the preference and if, as is being suggested, a schem« to 
had closed. Home railway stocks made dividends [The Great Western traffic fund the arrears on the 6 per i 
rather lower prices in sympathy with gain for the past week was well up to preference stock were brought for 
surrounding market conditions, but no expectations, and the outlook regarded as ordinary dividends would be likely 
heavy selling was reported, sentiment promising if current hopes of further resumed for 1937-38. The railway’ 
having again benefited from the hopes ictivity in the Welsh coal trade are ceipts again created a good impression 
attaching to next month’s _half-yearly realised. Southern deferred and preferred B.A. Gt. Southern preference stock 
statements, and from expectations of in- were reactionary, but it is being pointed subsequently reported to be firmer S 
creased transport charges Last week’s out that the railway usually has by far was B.A. Western 4} per cent prefer 
traffic figures were well received in view its best period in the second half of the which also does not seem over-valu 
of the increases again shown Those of year. London Transport ‘‘ C ’’ stock was relation to the ordinary. Althoug! 
the L.N.E.R were considered to be on offer following publication of the ordinary stocks are not likely to recei 
particularly encouraging, but the first terms of the agreement with the busmen. dividend for the year now ending, pris 
and 2nd pref. stocks failed to respond in Debenture and prior charges tended to pects of them re-entering the dividend 
price L..M.S.R. ordinary was again the ver prices, awaiting a stronger trend in with favourable payments next year 
most active feature and subsequently British Government stocks considered to be good in many quart 








Traffic Table of Overseas and Foreign Railways Publishing Weekly Returns 

















n 
Traffics for Week ri Aggregate Traffics to Date Prices 
Miles ’ = Shares 
Railways open ne wd Totals or $. ” co of 
1936-37 oe Total Inc. or Dec. | 6 : Increase or Stock 2S $3 oo wuss 
this year compared 3 a Decrease te ex ce ses 
7 with 1936 Zz This Year Last Year = — mn = = 
, ; £ ? £- ; 
Antofagasta(Chili) & Bolivia 834 13.6.37 14,280 1,520 24 396 610 321,590 4 75.026 Ord. Stk. 25 1514 18 Nil 
| Argentine North Eastern 753 12.6.37 10,161 1,883 50 400,258 + 42,265 - 12 2 1019 Nil 
Argentine Transandine ‘ — —_ “= _ — — —_ a A. Deb. 54 45 85§ tilig 
Bolivar 174 May, 1937 6,100 — 1,800 22 29,300 34,800 — 5,500 6p.c.Deb. 9 5 8lz Ni 
Brazil , — _ — — — one = —_— Bonds. 16 111p 15!5 314 
| Buenos Ayres & Pacific 2,806 12.6.37 105,583 + 33,491 50 4,821,135 4,245,927 + 575,208 Ord. Stk. 1712 6 11 Nil 
| Buenos Ayres Central 190 7.6.37 $172,800 + $47,800 49 $6,910,500 $5,246,660 + $1,663,840 Mt. Deb. 311, 11 30 Nil 
| Buenos Ayres Gt. Southern 5,084 12.6.37 121,154 + 21,154 50 7,427,500 6,453,211 + 974,289 Ord. Stk. 3134 1334 251 Nil 
| Buenos Ayres Western 1,930 12.6.37 44,851 t 2,900 50 2,497,287 2,266,066 + 231,221 ” 2934 11 211 Nil 
| Central Argentine 3,700 12.6.37 152,224 + 49,968 50 7,673,597 5,858,830 + 1,814,767 a 32935 834 2512 Nil 
} Yo. or at = “a oa seg ti ss Dfd. 21 415111 Nil 
« | Cent. Uruguay of M. Video 27 5.6.37 13,348 1,437 49 613,917 547,066 + 66,851 Ord. Stk. 734 3 5 Nil 
c | Do. Eastern Extn. 311 5.6.37 4,608 2,003 49 126,094 102,671 + 23,423 — -- — — — 
= Do. Northern Extn. 185 §.6.37 2,685 + 1,121 | 49 89,253 72,679 + 16,574 _— _ _— _— _— 
at Do Western Extn. 211 5.6.37 764 -- 417 | 49 47,153 42,792 + 4,361 — _ _ 
_. | Cordoba Central 1,218 12.6.37 $5,550 + 5.230 50 1,603,900 1,394,210 + 209,690 Ord. oe. 5 1 4 Nil 
< , Costa Rica - 188 Apr., 1937 20,677 + 5,633 43 192,328 142,473 + 49,855 Stk. 3612 32 36 5916 
= | Dorad ; 70 May, 1937 14,000 + 400 22 76,400 65,700 + 10,700 1Mt. Db. 107 10112 10412 58, 
& | Entre Rios 810 12.6.3? 13,288 4+ 2,924 50 643.763 537,337 + 106,426 Ord. Stk. 17 6 12 Ni 
» | Great Western of Brazil 1,082 12.6.37 6,400 1,000 24 178,500 194,700 16,200 Ord. Sh. 12 316 lo Nil 
~ | International of Cl. Amer. 794 Apr., 1937 $563,617 $46,024 17 $2,195,243 $2,080,641 + $114,602 —_ — -- — 
| Interoceanic of Mexico - — — . — —_ — Ist Pref. 1g -/6 lg Nil 
© | La Guaira & Caracas 22? May, 1997 5,255 250 22 28,335 + 5,455 Stk. 9 3 712 Nil 
P| Leopoldina ' 1,918 12.6 21,507 + 6,037 24 522,747 + 126, 002 Ord. Stk. 1012 312 5 Nil 
| Mexican 483 7 aa $244,500 $4,700 23 7,040,300 $5, 986, 500 + $1,053,800 Ee 1l4 14 1 Nil 
Midland of Uruguay 319 May, 1937 8,592 + 2.259 48 96,366 78,833 + 17,533 pe 1lo lq lo Nil 
| Nitrate 884 31.5.37 3,730 + 25 | 32 74,705 61,734 - 12,971 Ord. Sh. 63/6 41/9 2 Nil 
| Paraguay Central 74 12.6.37 $4,243,000 + $1,474,000 50 $151,563,000 $120,122,000 + $31, 441,000 Pr. Li.Stk. 85 71 219 714 
Peruvian Corporation 1,059 May, 1937 80,256 510 48 908,145 866,369 + 41, 776 Pref. 15 9 1154 Nil 
| Salvador 100 5.6.37 ¢16,900 + ¢2,500 49 ¢1,179,358 952,046 + ¢227,312 Pr. Li.Db. 18 16 2212 Nil 
| San Paulo 1534 6.6.37 36,112 + 2674 23 726.100 659,074 + 67,026 Ord. Stk. 86 4612 89lo 5916 
| Taltal 164 May, 1937 3,310 300 648 37,920 $8,505 — 585 Ord. Sh. 11530 = 14/ 11g 81g 
| United of Havana 1,353 12.6.37 20,038 r 2,070 50 1,352,273 1,190,192 + 162,081 Ord. Stk. 314 1 3 Nil 
Uruguay Northern 73 May, 1987 725 87 48 10,860 9,139 ao 1,721 Deb. Stk. 5 3 q Nil 
= { Canadian National 23,782 7.6.37 746,426 + 69,596 23 16,527,309 14,821,163 + 1,706,146 _ _ os oan = 
. Canadian Northern — = a aon ant cons os —4p.c. Perp.Dbs. 76 51 69§ 51546 
= Grand Trunk -- —_— —_ — — — = — 4p.c.Gar. 10434 9954 98lo 4lig 
5 | Canadian Pacific 17,228 7.6.37 515,000 + 37,600 23 11,589,200 10,694,800 + 894,400 Ord. Stk. 1634 1018}¢ 1312 Nil 
[ gore Bengal ; 1,329 20.5.37 34,132 | — 674 7 178,567 170,417 + 8,150 Ord. Stk. 8734 8214 7512 4 
Barsi Light 202 20.5.$7 2,963 562 7 19,230 18,547 + 683 Ord. Sh. 7712 6512 47 105 
| Bengal & North W estern 2,111 31.5.87 99,813 + 9,118 4 560,698 536,545 + 24.153 Ord. Stk. 319 2925, 304 51516 
+ | Bengal Dooars & Extension 161 31.5.37 3,434 168 9 19,406 19,706 — 300 - 12712 +118 10012 51g 
x] 1 Bengal-Nagpur 3,268 31.5.37 230,850 + 28,542 i) 1,252,125 1,138,006 . 114,119 = 104 10014 9019§ 4716 
Bombay, Baroda & Cl. India 3,072 10.6.87 270,750 r 31,200 10 1,993,425 1,873,875 + 119,550 = 114 11012 1121, 5516 
— | Madras & Southern Mahratta $3,229 20.5.37 168,000 — 5,494 7 841,050 857,499 — 16,449 - 11612 10812 1071 7116 
Rohilkund & Kumaon §72 31.5.37 17,201 1,830 9 105,378 115,435 — 6,057 ME 311 286 304 515;9 
| South Indian 2,531} 20.5.37 115,482 + 518 7 582,161 582,655 - 494 am 10712 102536  10019§ 54 
f Beira-Umtali , 204 Apr., 1937 82,745 + 22,033 31 501,230 442,973 + 58,257 _ _ — — _ 
| Egyptian Delta 620 31.5.87 6,293 + 336 i) 37,181 33,972 + 3,212 Prf. Sh. 24 153 ll Nil 
Great Southern of Spain _ _ —e — _ _ Inc. Deb. 11g 13 Bl, Nil 
| Kenya & Uganda .. 1,625 Apr., 1937 266,245 + 21,428 17 1,117,191 992,425 + 124,766 _ —_ —_ _ _ 
» | Manila ‘ “e -- _ — ons = ome — _— B. Deb. 5012 37 45 754 
3 Midland of W. Australia. 277. = Apr., 1937 13,052 4 455 43 132,650 137,462 — 4,812 Inc. Deb. 97 931, 95§ 416 
Cc | Nigerian ’ és 1,905 1.5.37 58,777 + 23,828 5 314,220 157,301 + 156,919 — _— _ —_— _— 
5 | Rhodesia vs 2,451 = Apr., 1987 410,583 + 180,476 31 2,520,/88 2,006,253 + 514,235 4p.c.Db. 107 103lg 1071p 334 
| South Africa = 13,263 22.5.37 627,364 87,887 8 4,589,270 4,320,818 4 268,452 _ _ - _ _ 
| Victoria ; e 4,72 Nov., 1936 868,988 + 45,963 21 3,995,540 3,959,297 + 36,243 _ _ _ _ _ 
| Zafra & Huelva 112 Apr., 1937 13,304 + 4,300 17 57,316 39,754. + 17,562 -- _ _— — _ 
Note.—Y ields are based on the approximate current prices and are within a fraction of lj. 
t Receipts are calculated @ Is. 6d. to the rupee § ex dividend. Salvador and Paraguay Central receipts are in currency. 


The veriation im Sterling value of the Argentine paper peso has lately been so great that the method of converting the Sterling weekly receipts at the par rate of exchangé 
has proved misleading, the amount being overestimated. The statements are based on the current rates of exchange and not on the par value. 
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